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SETTLING THE STRIKE 


For the last several days the newspapers have been 
full of rumors of negotiations between shopmen and 
some of the railtoads looking toward individual settle- 
ments of the strike. We have no definite knowledge of just 
what roads are involved in these proposed settlements, 
just what the terms of the proposed settlements are, or 
even whether there is actually any such proposal of set- 
tlement. We believe, however, that, at this writing, 


there is a prospect of individual settlements on some 
roads. 


In so far as any such settlement might involve a 
sacrifice of principle on the part of the carrier in the mat- 
ter of seniority rights or even a yielding in the matter of 
the scale of wages fixed by the Labor Board, it would 
indicate a weakening on the part of the railroad involved 
and a victory for the strikers. In so far as individual 
settlements might be reached at all, however, they would 
be proof of weakening on the part of the strike leaders, 
who have said they would listen to nothing that did not 
involve a national settlement. 


However, we are not interested in splitting hairs 
over the question of who won or who lost. We are in- 
sisting only that there be no sacrifice of principle in order 
to put back to work the men who struck rather than ac- 
cept the verdict of the United States Railroad Labor 
Board and have been refusing to return to work unless 
the men who took their places or who remained at work 
Were deprived of the seniority privileges promised them. 
We think the strike will ultimately peter out, either as a 
result of the men returning to work, a few at a time, 
without any definite settlement, or of settlements by in- 
dividual roads. We hope the situation will not be com- 
Dlicated by ill-advised settlements by railroad executives 
who place what they call expediency above all other con- 
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siderations and who do not see that the strike is won 
without their resorting to such measures. 


THE STRIKE INJUNCTION 


We have had much to say in criticism of the national 
administration for its weak policy in dealing with the 
railroad strike and its ill-advised efforts at compromise, 
which resulted in prolonging the trouble and heartening 
the strikers. It is more than ordinarily pleasant, there- 
fore, to be able to commend the government for its action 
last week in going into the federal court for an injunc- 
tion restraining the strikers from interfering with trans- 
portation by improper methods. A temporary restrain- 
ing order has been granted and argument will be heard 
September 11, on the question of making it permanent. 
This or some similar action should have been taken long 
ago, in our opinion, but, perhaps, the fact that it was 
taken only after long delay and after the President had 
apparently exhausted every possible means of bringing 
about a compromise settlement—the strikers even re- 
fusing to accept a proposal from him that was regarded, 
in most quarters, as proposing more than was fair on the 
part of the carriers—will make for it a securer welcome 
from the general public than if it had been taken im- 
mediately, when the public might have thought there 
was little or no occasion for it and that the strikers 
were being oppressed. In one sense, the strikers have 
gained strength and popular sympathy by the delay, in 
the course of which it was made to appear that the 
trouble was one for settlement between the men and 
their employers, instead of between the men and the 
government; but, in another, they have lost that 
sympathy, because they have themselves appeared as 
unwilling to compromise even on a basis that was unfair 
+o the railroads and to the men who took their places. 

Of course, Attorney-General Daugherty and the De- 
partment of Justice are not President Harding and, in 
one sense, they do not speak for him. And yet, in a 
matter of this kind, one department of the government 
does not act without the approval of the chief executive 
or until after full cabinet consideration. Therefore, the 
action of the Attorney-General may be said to be the 
action of the President; and even if that could not be 
assumed, it would be true in this case, for the reason 
that President Harding has let it be known that the 
action has his full approval. 

There is no lack of proper aggressiveness in the tone 
of the document filed in the federal court by Mr. Daugh- 
erty, and no absence of courage or appreciation of the 
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exact situation. It has the true ring of patriotism and 
good citizenship and it sounds as if it meant business. 
Indeed, we think the only weak thing about the applica- 
tion for an injunction is that it goes too far in its re- 
quests and seeks to enjoin the strikers and their friends 
from doing certain things that, though they might help 
the strike, are yet among the things that reasonable 
people believe to be included in the rights of American 
citizens. 

It is to be remembered that the purpose of seeking 
this injunction is not to stop or to hinder the strike itself, 
put to stop or hinder the strikers and their friends from 
using improper and illegal means to prosecuate their 
cause. It does not strike one as reasonable, for instance, 
that the labor leaders should be enjoined from encourag- 
ing the strikers to stand fast or a publication sympathetic 
with the cause from printing words of good cheer. We 
believe it is not the purpose of the government to use 
the injunction weapon against this sort of thing even if 
the court puts the weapon in its hands; but its cause 
would be stronger if it did not lay itself liable to the 
charge that it was seeking to violate constitutional rights 
and privileges. It is to be hoped that the permanent 
injunction, if one is granted, will be free from these 
imperfections and will simply enjoin from lawless acts. 
A thing that is not illegal ought not to be prohibited by 
injunction. By the same token, if the strikers and their 
leaders are enjoined only from illegal acts, their com- 
plaints of the rough usage of them by the government 
will not much avail. They will cry out against the in- 
junction method, no matter from what they are en- 
joined; but it should be the care of the government to 
see that their cries have no justification. 

There is one charge the strikers will make and have 
made that, without some explanation, might carry some 
weight with persons who do not think deeply. That 
is that the Attorney-General has become the advocate 
of the railroads and is acting for them against the 
strikers. He is doing nothing of the kind. He knows 
neither the strikers nor their employers. It so happens 
that the employers are willing and anxious to operate 
their trains aad that the strikers are seeking to hinder 
them from doing so. The function of the government 
is to furnish protection to the carriers in operating their 
properties and to use compulsion if they do not operate 
them willingly. It is the maintenance of transportation 
inwhich the government is interested, and the Attorney- 
General is acting for the public. He will be similarly 
acting for the public when he seeks to punish persons 
guilty of crime in connection with the strike. He is no 
more acting for the railroads than a policeman is work- 
ing for a bank when he shoots or arrests a safe-blower 
attempting to get away with the bank’s funds. 

We congratulate the President and his Attorney- 
General on their ability to discern the constitutional 
tight of railroads to operate their properties, of pas- 
sengers to ride on trains, of shippers to ship freight, and 
of men to work in railroad shops without danger to their 
lives and the lives of their families, and to place that 
Tight at least on a parity with the much vaunted consti- 
tutional right of men like Samuel Gompers to talk like 
traitors and act like murderers. 
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TILTING AT A WINDMILL 


The investigation now being conducted in a series 
of formal hearings by the Interstate Commerce Commis- 
sion of the Transcontinental Freight Bureau is a fine 
example of what we consider a foolish proceeding. We 
do not mean by this that the Transcontinental Freight 
Bureau never does anything that could be objected to 
or that its operations are always beneficent. There may 
be things it should be estopped from doing and some of 
its acts may be subject to correction or modification. 
But we do say that we believe the shipper or anyone else 
concerned affected by the acts of this bureau has com- 
plete recourse in Commission itself and that, in investi- 
gating the bureau, the Commission is, therefore, prac- 
tically investigating itself. 

However all this may be, it is a fact that, what- 
ever cause for complaint there may be against the work- 
ings of the bureau, the present proceeding is based on a 
resolution adopted without due consideration by the 
United States Senate after being introduced by a Senator 
whose explanation of his resolution showed him to be 
grossly ignorant of the subject he was discussing. 

Senator Pittman, of Nevada, introduced the resolu- 
tion. In explaining it he said: This bureau pretends 
to be a voluntary rate organization and to make recom- 
mendations to the Commission from a disinterested 
standpoint. I don’t think that is true. It is the plaintiff 
before the Commission in petitions to change numerous 
western rates. I suspect very strongly that it is a 
dummy institution for the railroads. If this bureau is 
nothing but a tool of the railroads that fact ought to be 
known. If it doesn’t represent the shippers the public 
should know it.” 

It is, of course, unnecessary to explain to our readers 
what the Transcontinental Freight Bureau is, that the 
dark suspicions of Senator Pittman are justified, and 
that the members of the bureau were doubtless sur- 
prised to learn that even a United States Senator should 
be so much mystified. Of course, the bureau is a rail- 
road institution and, of course, there has never been any 
secret about that. Senator Pittman himself, who stuck 
in his thumb and pulled out this plum, might perhaps 
be excused for his ignorance and his snap judgment, but 
why should a body like the United States Senate adopt 
this resolution without any investigation or explanatory 

discussion and without even referring it to the inter- 
state commerce committee where, perhaps, some mem- 
bers who know something about transportation might 
have discovered its foolish character? Then it goes as 
a mandate to the Interstate Commerce Commission 
which, we should think, might have been able, without 
at once carrying out its terms, to explain to Senator 
Pittman and the Senate that they had discovered a 
mare’s nest and that an investigation was not necessary 
to determine the facts it was being sought to bring out. 
But it seems the Commission did not even try. It seems 
to have acted as so many timid employes—who always 
remain employes—act, and merely obeyed orders with- 
out protest even when it knew the orders were foolish. 
It is, of course, to be remembered that the Senate con- 
firms appointments made by the President and that 
members of the Commission are appointed by the Presi- 
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dent. But, even so, it would seem that the matter might 
have been handled without offending the learned Senate. 
At any rate, a member of the Commission, assisted 
by an examiner, and with an attorney to examine wit- 
nesses, is now conducting a series of hearings in Chi- 
cago and Salt Lake City, seeking to bring out all the 
facts with regard to the organization, purposes, and 
workings of the Transcontinental Freight Bureau, at 
great expense of time, money, and energy. When the 
report resulting from the inquiry is finished it will 
probably contain nothing that is not admitted freely by 
the railroads and well known to everybody who is in- 
terested in knowing anything about the matter. 


OHIO COAL CASE REOPENED 


The Trafic World Washington Bureau 


The Commission, on the application of the railroads, has 
reopened 12851, for the purpose of taking further evidence with 
regard to the discrimination alleged to be caused by order of 
the Ohio commission, of August 22, requiring the carriers to 
establish intrastate coal rates lower than the contemporaneous 
interstate rates. Chief Examiner Quirk is to hold a hearing at 
Columbus, September 20; the time for filing exceptions to 
Quirk’s tentative report in this and related cases has been set 
aside. 

In reopening this thirteenth section proceeding initiated 
by the railroads, the Commission, it is believed, put upon itself 
the task of deciding whether differentials, when it permits 
general advances by percentages, shall be likewise inflated 
or remain unchanged. Many of those interested in the pro- 
ceeding believe that to be the real issue. The railroads, set- 
ting store by the 40-cent differential established in the decision 
in I. and S. No. 774, have insisted there should be no increase in 
cents per ton. They have insisted upon keeping the difference 
between the Ohio mines and the mines in the inner crescent, 


which is composed of the segment of mines nearest to but south 
of the Ohio river. 


When the railroads applied the Commission’s decision in 
Ex Parte 74 they increased Ohio and inner crescent rates 40 per 
cent. Then to maintain the 40-cent difference, they increased the 
interstate rates from Ohio mines 16 cents more. The higher 
rates applied from mines on the Detroit, Toledo & Ironton be- 
cause that road’s route between Ohio mines and Toledo passes 
through Michigan. Rates over all-Ohio routes the Ohio com- 
mission held down. It permitted the railroads to make a 40 per 
cent increase in rates over the all-Ohio routes. In effect, how- 
ever, it said that when the quantum of the rates was increased, 
the difference between them should also increase. That was 
the way it held the federal commission’s admonition for the 
maintenance of relationship should be carried out. 

Thereupon the carriers began the thirteenth section pro- 
ceeding. In a tentative report, served on the carriers and other 
paties in interest, Chief Examiner Quirk said the proceeding 
should be discontinued because he said the reductions made as 
a result of Reduced Rates, 1922, had rendered the question moot. 
He said that while the details were not a matter of record in the 
case with which he was dealing, it was a matter of common 
knowledge that contemporaneously the intrastate rates on coal 
to Ohio destinations, both east and west of the Sandusky-Galion 
line, which theretofore had been on a lower level than the inter- 
state rates, were reduced sufficiently to bring them to the level of 
the interstate rates, as reduced. 

That recommendation of discontinuance was served on the 
parties to the record August 18. Four days later, the Ohio 
commission issued an order requiring the carriers to make reduc- 
tions in the intrastate rates in accordance with the Commission’s 
decision in Reduced Rates, 1922. That is, to make a 10 per cent 
cut in the rates, which, prior to the Commission’s decision in that 
case, were 16 cents lower than the interstate rates applying from 
Ohio mines to Ohio destinations. The order was to make the 
reductions forthwith. 

The issuance of that order, based on an inquiry which the 
Ohio commission had instituted July 25, required the “correc- 
tion” of the schedules of the carriers, in accordance with a 
holding that when they had made the 10 per cent reduction in 
rates on July 1, they had not complied with the order of the 
Ohio or federal commission, to make rates, after July 1, not 
more than 26 per cent higher than those in effect immediately 
prior to August 26, 1920. 

That order, the railroads, in a petition for the reopening 
of No. 12851 said, had the effect of reproducing, in all respects, 
albeit in lesser degree, the same violations of the interstate 
commerce act as were alleged in the petition asking for the 
thirteenth section proceedings which caused the Commission 
to institute No. 12851, and shown, as they claimed, by the evi- 
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dence submitted by them in docket Nos. 12851 and 12698. The 
last mentioned is the formal complaint of the Southern Ohio 
Coal Exchange, in which one of the ends sought was an ip. 
crease, by percentage, of the differentials. 

Chief Examiner Quirk’s report recommending a discontiny. 
ance of the thirteenth section proceeding was made while the 
proceeding upon which the Ohio commission made its order 
was pending. The Ohio case was created by the protest of 
the Southern Ohio Coal Exchange, the Cleveland Chamber of 
Commerce, the Canton Chamber of Commerce, the Morrow (Coa) 
Company and the Favorite Stove and Range Company. They 
alleged the schedule filed by F. V. Davis in behalf of coal car. 
riers in Ohio, did not carry the same reductions on Ohio intra. 
state traffic as prescribed by the Interstate Commerce Commis. 
sion for interstate traffic. 

The Ohio commission, on their representations, began a 
case and ordered hearings on the questions as to whether the 
reductions carried in the Davis supplement conformed with 
the reductions made on interstate traffic in the eastern group; 
whether the rates proposed were just, reasonable and non. 
discriminatory; as to whether they were in conformity with its 
special permission No. 2480; and as to whether or not, during 
the pendency of the inquiry, an order should issue requiring 
the carriers to make reductions in conformity with the inter. 
state rates in the eastern group and the intrastate rates in other 
states. 

Answering the questions, the Ohio commission said the rates 
filed by Davis, for application in Ohio were unjust, unreasonable, 
excessive and unjustly and unlawfully discriminatory to the ex- 
tent they exceeded the rates in effect immediately prior to Au 
gust 26, 1920, increased by more than 26 per cent, and that just 
and reasonable rates would be those in effect immediately be 
fore August 26, 1920, increased 26 per cent. 

In that roundabout way the Ohio commission sought to get 
around the 16 cents per ton the carriers added to the Ohio rates 
in 1920 to keep the difference in rates from Ohio mines on the 
one hand and mines in the inner crescent, on the other, 40 cents 
per ton. It ignored the fact that the Commission permitted 
the 16 cent addition notwithstanding its general finding that the 
addition of 40 per cent to the rates in the eastern district would 
give the carriers a revenue sufficient, in its judgment, to meet 
the requirements of section 15a. 

Apparently, the Ohio commission is standing flatly on 40 
per cent as the maximum increase permissible under Ex Parte 
74, and insisting that relationships are to be preserved, in ac: 
cordance with the Commission’s admonition, in some way other 
than by exceeding the 40 per cent increase. 

Chief Eexaminer Quirk, in his tentative report, on the 
thirteenth section case, and on the formal complaint of the 
Southern Ohio Coal Exchange (Traffic World, August 26, p. 440) 
held there was nothing wrong with the differential adjustment 
about which the Ohio operators had complained. After quoting 
from the decision in which the Commission had increased the 
differential from 25 cents to 40 cents, in which the declaration 
was made that primarily, competitive conditions originally de 
termined the measure of the differential, Mr. Quirk said the 
record disclosed no change in transportation conditions since 
the differential was established at 40 cents. Therefore he rec: 
ommended the dismissal of the formal complaint as well as the 
discontinuance of the thirteenth section proceeding. 


SOUTHERN CLASS RATE HEARINGS 


The Trafic World Washington Bureow 


As a result of requests for time, made since the Commis: 
sion’s notice of July 26, the schedule of further hearings 1 
No. 13494, Southern Class Rate Investigation, has been changed 
as follows: Atlanta, September 14 to 23; Asheville, N. C. 
October 2 to 28; New Orleans, October 30 to November 4; Cit 
cinnati, November 6 to 18; New York, November 20. : 

The effect of the change is to lengthen the time at Asheville, 
N. C., by one week and to reduce the time allotted for witnessé 
at New Orleans one week. The Asheville dates were changed 
from Octobr 1-21 to October 2-28. The New Orleans dates welé 
changed from October 23-November 4 to October 30-November 
4. The old and the new schedules of dates allow two days for 
travel from New Orleans to Cincinnati and two days for the 
transfer from Cincinnati to New York. 


PROPOSED RAILROAD LEGISLATION 


Senator King, of Utah, who introduced the resolution call 
ing on the Commission for a report as to whether the locome 
tive inspection laws were being violated during the shopmem’ 
strike, has introduced a bill (S.3975) appropriating $150,000 t? 
enable the Commission to enforce the safety appliance 4 
boiler inspection acts. 

Senator Gooding, of Idaho, has introduced a bill (S. 3978) 
amending section 4 of the interstate commerce act so as to pre 
vent departures from the long-and-short-haul clause of the se 
tion. The measure is practically identical with many other 
bills which have been introduced heretofore to accomplish the 
same purpose. 
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The Strike Injunction.—Attorney-General Daugherty, when 
he persuaded Judge -Wilkerson to issue a restraining order in 
the shopmen’s strike, induced the judge to attach his name to 
what is probably the widest prohibition ever issued in a national 
strike. Thousands of restraining orders and injunctions have 
been put out in the century and a half American courts have 
been making American jurisprudence. Some judges may have 
thought of wider inhibitions than those to be found in Judge 
Wilkerson’s order, but, if so, the fact is not notorious. The* 
preadth of language used by him, it has been suggested, may be 
the foundation on which objections will rest when the question 
of making it permanent is taken under consideration. "While 
the labor leaders, at the time this was written, had not given 
any indication as to the grounds on which they would resist 
the attorney general’s motion to have the order made permanent, 
their utterances immediately after the order was clapped on 
them, were taken as indicating that they would ask the 
judge to show them how he could issue the order without 
violating that part of the Clayton anti-trust law forbidding the 
issuance of a restraining order or injunction in any case be- 
tween employer and employee involving or growing out of a 
dispute about terms of employment. The obvious answer, it 
has been pointed out, is that the case is not one between 
employer and employee. It probably will be contended that 
it is a case growing out of a dispute between employers and 
employees, although that is not technically the case. The 
case before the judge was one in which the government, under 
the duty to prevent interruptions in the commerce between 
the states, sought an order forbidding specified persons to do 
anything to carry on a strike that was interfering with such 
commerce. The order might have been addressed to railroad 
executives also, except that no one had accused them of inter- 
fering with commerce between states, unless refusal to re-hire 
the strikers and restore to them the privileges they gave up 
when they exercised their God-given right to quit their jobs 
should be held to constitute such interference. No court, how- 
ever, has ever held that a job is a property right. No court 
has ever held human labor to be property. The workman has 
the right to quit. The employer has a right to say that the 
workman has terminated the contract of employment. Were 
the leaders of organized labor to concede that an employer 
had a property right in the services of a workman, then the 
courts might be persuaded to hold that a job constituted prop- 
erty to be protected by injunctions and other processes of the 
courts. Civil service employees of governments have tried to 
invest their jobs with attributes of property of which they 
could not be deprived except by due process of law. The courts, 
however, have always said that the man who had the right 
to hire also had the right to fire. The only limitation they eves 
enforced was that the dismissal should not be based on grounds 
of religion or politics. Inasmuch, however, as no holder of 
public place ever admitted that he had dismissed an employee 
on account of religion or politics, that limitation has been merely 
a technical one. The Boston police, ever since they went on 
strike and thereby caused the promotion of Governor Coolidge, 
have been trying the courts for methods whereby their jobs 
would be restored to them. They lost, not only seniority, but 
also pension rights by quitting the service of the state of Massa- 
chusetts or the city of Boston, whichever was the employer. 
Thus far they have not succeeded, and for that, all men who 
have to work for others, it is suggested, ought to be thankful, 


else, if a job became property, the man’s labor might also 
become such, 





Government Operation—If the men who have suggested 
government operation of the railroads even as a temporary 
‘xpedient had memories, they would recall that, before and 
during government operation, the railroad operatives were 
always threatening to strike. In the summer of 1919, President 

ilson gave the shopmen an increase of four cents an hour 
‘o keep them from striking. From that time until the end of 
lederal control the Director-General temporized, refusing to say 
yes or no to the demand for more money. He said times were 
abnormal; therefore, he would not raise rates or wages. Re- 
‘lrn of the railroads, it is believed, was hastened by the will- 
lgness of the administration to get off its hands what had 
come distinctly a white elephant. It was an elephant because 
veh government officials in power at that time were unwilling 
ha ace the fight that is on now and which, many believe, would 
fee been over ere had this government officials, state and 
Und had some rigidity in insisting on obedience to the law. 
to hettedly, it is believed, the shopmen would be delighted 

ave the government take over the railroads again, because 
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the last time they dealt with the executive department of the 
government of the United States, they got an advance of four 
cents an hour to keep them quiet. Railroad officials have not 
been as “easy” as the Officials of the last administration. Noth- 
ing has happened since the beginning of this strike that would 
lead the strikers to believe they would not be better off, so 
far as getting what they wanted is concerned, if the government 
were in charge, than they are under private control. The vio- 
lence of the strikers, it is suggested, is the best proof that could 
be offered to show that they are not, economically, worth what 
they think they are. If they were, they would not care whether 
other men took their places or not. They would have other 
jobs, paying them as well or better, and would laugh at the 
declination of the railroad managers to restore them to tneir 
jobs with their seniority rights unimpaired. Men who can earn 


more than in the jobs they have quit do not beat up those who 
have taken their places. 





And Then Bryan Approved it—At this time President Hard- 
ing’s desire for authority to take over mines and railroads seems 
as far from gratification as the desire for universal peace. 
Williams Jennings Bryan, apparently, has once more done the 
country a service. He came to the front, while the adminis- 
tration leaders were losing their heads and their feet, with a 
strong approval of a resolution offered by Senator Walsh, of 
Massachusetts, authorizing the President to take over coal 
mines. He approved that and advised ‘the Massachusetts 
senator to improve his proposal by adding railroads to the list 
of things the President might take over. From that minute the 
suggestion seemed to droop. Straight thinking and hard-boiled 
men, like Senator Underwood of Alabama, Nelson, of Minnesota, 
Smoot, of Utah, and Wadsworth, of New York, began to be 
heard above the chatter of the lesser men who jump when Sam- 
uel Gompers and others of his kind say “boo.” Bryan, ever since 
his triumph in 1894, when he made a tariff speech that set the 
low or revenue tariff men wild with delight, has been the 
proposer of things that the majority of Americans seemed 
to think it would be well to avoid. Among the things he 
has advocated are: Free coinage; relinquishment of everything 
taken from Spain; ownership of “trunk line railroads” by the 
national government and “branch lines” by the states. Of 
course, he is also for prohibiton, but some of those who think 
less of him than some others folks, say this policy would have 
been successful sooner but for Bryan’s advocacy of the dry- 


ness that is now, officially and technically the lot of the coun- 
try. 





Resignation of Justice Clarke.—Associate Justice Clarke’s 
resignation is one of the few retirements from the bench of 
the Supreme Court within the memory of men now living. Mr. 
Hughes resigned to become a candidate for the presidency. 
Mr. Clarke retires for no definite reason. There are those, 
however, who believe, his resignation is a direct bid for his 
party’s nomination for the presidency in 1924. True, he will 
then be 67 years old, but he is not old. In fact, he gives the 
impression of a man of middle age. The only thing that 
makes the political wise men doubt whether he has such an 
idea is the vehemence with which he regards the League of 
Nations. But the man who is strong for the League is likely 
to have the endorsement of Woodrow Wilson. Former Governor 
Cox is in the black books of the predecessor of President Hard- 
ing. He is ‘supposed to have been a party to the scheme to 
have the Wilson benediction placed on himself by means of the 
message Tumulty brought from Wilson to the dinner at which 
Cox was the principal speaker last winter. John Hessin Clarke, 
the retiring associate justice, has always been a contradiction 
in politics. He was a gold standard man in 1896 and the years 
that were occupied in burying that proposition. Yet he fought 
the gold standard Democratic leaders in Ohio and consorted 
most of the time with those who regarded Bryan as the truly 
anointed leader of the people. As a speaker, he is powerful 
and usually as sure on his feet as if he were part of the earth 
itself. One man however, once took away his assurance. That 
was Calvin S. Brice, the Ohioan who bluffed Commodore Van- 
derbilt into buying the Nickel Plate instead of waiting until it 
went into the hands of a receiver and then taking a bargain. 
Brice, then United States senator from Ohio, was presiding 
over a party convention in which Clarke, a gold standard man, 
like himself, was a delegate. Clarke regarded Brice as the em- 
bodiment of all that was vile in politics and in business. He 
was telling the convention his thoughts on that subject when 
Brice mildly rapped him to order. Everybody thought Brice 
was going.to call him then and there for what he had said. 
Instead, the chair timidly announced that he had not caught 
the delegate’s name or county. He asked him to state his name 
and county. Clarke was plainly flustered. The idea of Brice, 
who knew him well by sight and had reason to wince under 
the lashing of his sharp tongue, stopping the tirade to enforce 
the rule requiring the delegate to give his name and tell the 
county for which he was speaking, was too much for the poise 
of the man who is now retiring from the bench of the Supreme 
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Court of the United States. Clarke made a lame finish and 
sat down amid the jeers of Brice’s followers. 

Clarke’s resignation reduces Ohio’s representation on the 
bench from three to two. The other two are Chief Justice Taft 
and Associate Justice Day. Retirement of Justice Day at any 
time would not be at all surprising. Always a frail man phy- 
sically the wonder has been that he has continued on the bench 
so long. It seems to be a point of honor among the justices 
of that high court that they should remain at their work as 
long as it is physically possible. Justice Day has long been 
eligible for retirement, having reached the age of 70 and served 
ten years, the two requirements. Retirement means nothing 
to a justice, in the way of financial deprivation, because the re- 
tired pay of a justice is the same as that paid him while he 
is active. While the pay looks big to youngsters, it is as 
nothing to the annual fees of Commission. They, as a rule, are 
not the highest paid lawyers in the country, but any reader of 
The Traffic World can count two or three dozen men to whom 
$15,000 a year (which is the salary paid Chief Justice Taft), 
would be poor. Yet there is hardly one of the lawyers prac- 
ticing before the Commission who would not accept a nomina- 
tion to the Supreme Court bench. Had Chief Justice Taft had 
the opportunity to accept the place he now holds, not all the 
glamor of the presidency could have persuaded him to decline 
the place or give it up. Taft is probably the only man ever 
elected President who jeered at those who suggested the idea. 
He believed his enforcement of the law against strikers would 
make it impossible for any party even to think of him for the 
nomination or elect him if it should nominate him. He believed 
the brick-layers of the country alone would defeat him for hav- 
ing dared hold, while he was a district judge, that they and 
their union were not above the law. Yet in neither campaign 
in which Taft was a candidate, did union labor appear as a 
figure of prominence. Taft was as poor a politician in that 
respect as he was in all others. He simply had no gift for 
politics. Nor did he learn anything about politics in the four 
years he was in the White House. 





The LaFollette Renomination—Senator LaFollett’s re-nomina- 
tion by an overwhelming vote convinces some of the political 
observers in Washington that the anti-LaFollette Republicans 
in that state are not burdened with political wisdom, else they 
would quit trying to beat him by putting up men standing for 
dryness and for other things Wisconsin voters have passed 
on in other days. His victory signifies. also that there are 
thousands, if not hundreds of thousands, of voters in that state 
who are permitted to vote in Republican primaries who are 
not Republicans except when LaFollette is a candidate. The 
fact that the Democrats and Socialists probably did not cast 
enough votes on their side of the fence to give them a clear 
right to have tickets on the official ballot is taken to mean 
that thousands of men who ordinarily call themselves Democrats 
or Socialists voted for LaFollette. They are not Republicans 
except for purposes of voting in the primaries for Senator La 
Follette. A. B. Ho. 


RAILROAD CONSOLIDATION HEARINGS 
The Trafic World Washington Bureau 


Railroad consolidation hearings probably will be resumed in 
six or seven weeks. Commissioner Hall desires personally to 
start the hearings in the western district. The division of which 
he is chairman is to listen to arguments in October, so the hear- 
ings in the western district probably will not be begun until late 
in that month or early in November. It is probable that Exam- 
iner Healy, who sat with Commissioner Hall in the hearings on 
the proposed plan for the southeastern railroads, will hold some 
hearings in the south for the benefit of the short lines. The 
plan of the Commission was so drawn that they might indicate, 
in the first instance, where they desired to be put. 

Hearings in the west are expected to be unusually pointed 
because of the situation created by the finding of the Supreme 
Court of the United States that the merger of the Central and 
Southern Pacific roads, accomplished long before the enactment 
of the Sherman anti-trust law, was in violation of that statute 
and the public agitation following that finding for placing the 
Central Pacific, here, there, or somewhere else. In the Commis- 
sion’s tentative plan the Southern Pacific was shown as continu- 
ing its hold on the Central. California, ever since that time, has 
been dividing itself into factions, one for the preservation of the 
status and the other for the issuance of a mandate by the Su- 
preme Court requiring the separation of the two. 

In a letter to C. S. Thomas, formerly senator from Colorado, 
Commissioner Hall said the Commission had nothing to do with 
the question raised by the decision of the Supreme Court be- 
cause there was no application before it by any of the railroads 
involved, for permission to do anything. While that is the tech- 
nical status, nearly every one of those interested in keeping the 
Central Pacific and the Southern Pacific in one system, or sep- 
arating them, is preparing to appear before the Commission with 
facts and arguments to convince it that it should make perma- 
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nent that part of its proposal to keep those roads joined together, 
or throw it into the discard. 

While the Commission has not made any announcement on 
the point, it is contended that the sole purpose of the statute 
is to give the Commission power to set aside anti-trust statutes 
so as to permit railroads to consolidate notwithstanding their ip- 
hibitions. There will be no need for action by either the South- 
ern or the Central Pacific to make an application of any kind 
unless and until the Supreme Court issues a mandate requiring 
them to separate. Then, it is believed, the Commission wil] 
have the power to set aside the Sherman law if it thinks the 
consolidation of the roads divorced by the Supreme Court would 
be in the interest of the public. The consolidation section of 
the law, it is argued, amounts to a delegation by Congress, to 
the Commission, the question of policy involved by the applica- 
tion of the anti-trust statutes to railroads. The Supreme Court 
Iras nothing whatever to do with policy. The Commission has 
nothing whatever to do with the question whether a consolida- 
tion is or would be in violation of the anti-trust laws. It is 
authorized to permit consolidations, if and when it is convinced 
that they would be in the interest of the public, regardless of the 
anti-trust laws. 

Propaganda for and against a continuance of things as they 
are continues to be made under the auspices of the Union and 
the Southern Pacific companies, rivals for possession of the 
Central Pacific, and the commercial organizations that have 
taken up the fight. The California Producers’ and Shippers’ As- 
sociation, through its publicity bureau in Washington, continues 
to get out interviews with senators and representatives who 
think the public interest would be served by divorce of the two 
companies, its latest additions to the list of opponents of a con- 
tinuance of the consolidation being Senator Capper, of Kansas, 
and Senator Nicholson, of Colorado. The fight appears to be sim- 
mering down to a question of which way the interested par- 
ticipants think their traffic should move. Utah, for instance, 
generally speaking, has kept out of the fight. Allotting the Cen- 
tral Pacific to the Union would reduce the competition that now 
exists in that state by reason of the fact that it is to the interest 
of the Southern Pacific to carry Utah products westward, while 
that of the Union Pacific and its connections is to draw them 
eastward. If the Central Pacific were turned over to the Union 
Pacific, some Utah shippers figure the pull would be wholly to 
the eastward and that no railroad would build into Utah from the 
east. It would have no connection the interest of which would 
be to haul to the west. Its connection would be with a railroad 
hauling toward the east, the point from which it would be bring- 
ing its traffic. 

California is dividing, apparently, according as the interests 
of its shippers appear, the northern part of the state apparently 
desiring to have the Central Pacific turned over to the Union 
Pacific so as to get two pulls toward the east when their traffic 
reached central California, instead of only one. Central Cali- 
fornia having the pull of the Southern Pacific and the Santa Fe 
toward the east, and the southward reach of the northern trans- 
continental lines to help intensify that competition, is willing to 
leave things as they are. Southern California has not been so 
much in evidence as the northern and central parts. All these 
angles, it is believed, will be exhibited at the hearings Commis- 
sioner Hall is expected to hold in the west as soon as his division 
has finished with its other work so he can get away. 


PROTESTS PETROLEUM PROPORTIONAL 


The Trafic World Washington Bureau 


The Standard Oil Company of Louisiana has asked for the 
suspension of a ten-cent proportional rate on crude petroleum. 
proposed in Louisiana & Arkansas I. C. C. No. 1201, effective 
September 15, from Minden and Princeton, La., to Beaumont, 
Port Arthur and other Texas ports, applicable on coastwise 
traffic only. 

The protest was made on the ground that the rate would 
unduly prejudice the protestant because it is required to pay 
17 cents on crude from Princeton to Baton Rouge. That rate 
is carried in Louisiana & Arkansas I. C. C. No. 1172. The pro 
testant said it was shipping in competition with the oil the 
Louisiana & Arkansas proposed to carry to the Texas ports 
for ten cents and that the lower rate would place it at an unfair 
disadvantage. The Standard in its protest said it shipped its 
refined by boat from Baton Rouge to compete with the refined 
preducts that would result from the refining of the crude carried 
to Gulf ports on the proposed ten-cent rate. It asserted also 
that if the ten-cent rate were allowed to become operative, the 
effect would be to break down the petroleum rate structure 12 
the southwest and the southeast, necessitating a revision 0 
rates from all mid-continent producing points to the Gulf ports 
and interior and Atlantic seaboard points. 


TELEPHONE CONSOLIDATION 
The Commission has issued a cerificate stating that the 
acquisition by the Chesapeake & Potomac Telephone Company 
of exchanges of the Garrett County (Md.) Telephone Company 
will be of advantage to the persons to whom service is to be 
rendered and in the public interest. 
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_ Decisions of InterstateCommerce Commission 





BATON ROUGE SUGAR RATES 


In a report on I. and S. No. 1554, Sugar from Baton Rouge 
to Mobile and Gulfport (mimeographed, without opinion or page 
numbers), the Commission found justified the proposed increase 
in less-than-carload rates on sugar from Baton Rouge to Gulf- 
port and Mobile, but not in the carload rates. It required the 
cancellation of the carload rates, without prejudice, however, 
to the publication of carload rates, on not less than five days’ 
notice, not more than five cents higher than from New Orleans. 

For many years prior to December 18, 1921, combination 
rates based on New Orleans, applied from Baton Rouge to the 
Mississippi cities mentioned. On that day the carriers published 
a carload rate of 27 cents, which was the same as from New 
Orleans. That rate, the Commission said, resulted in many 
fourth section violations. The respondents did not try to justify 
the 27-cent rate. They said it was put in by mistake and in 
the suspended schedules they proposed to correct it by making 
it 32 cents. They were not particularly interested in the less- 
than-carload rates because no traffic moved on them. 


CANADIAN CURRENCY QUESTION 


The Commission, in a report on No. 12319, California Sugar 
& White Pine Co. vs. Director-General, as agent, opinion No. 
1864, 73 I. C. C. 338-40, held the refusal of the Director-General 
to refund, in United States currency, without discount, charges 
collected ‘in Canadian currency, in excess of those applicable 
for the transportation of lumber, in carloads, from Diamond, 
Calif., to Ottawa, Ont., between October 10, 1919, and February 
24, 1920, had not resulted in unjust, unreasonable or unjustly 
discriminatory charges. 

When the freight moved, on joint rates, the carriers col- 
lected from the Canadian consignee $540 in Canadian currency. 
The complainant demanded return of overcharges, on the ground 
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that the proper charges would have been $389.60. It asked for 
return of the difference between $540 and $389.60. The Di- 
rector-General offered to refund between $496.80, the American 
equivalent for the $540 in Canadian currency, and $389.60. In 
disposing of the cause the Commission said: 


The only defendant is the director-ageneral, as agent. The 
carriers which participated in the transportation within Canada 
are not disclosed. There is no attempt to show that the federal 
control and interstate commerce acts were violated otherwise than 
by defendant’s practices referred to. The evidence is not directed 
to show that the rates charged were unjust, unreasonable, or un- 
justly discriminatory. 

The extent of our jurisdiction over commerce between this 
country and a foreign country is limited to that part of the trans- 
portation within the United States. But all carriers parties to 
joint rates are jointly and severally liable for any damages result- 
ing from their application. International Nickel Co. vs. Director- 
General, 66 I. C. C., 627. 

The interstate commerce act prohibits a carrier from charging, 

demanding, collecting, or receiving a greater or less or different 
compensation than that specified in its tariffs, and nothing bute 
money can be lawfully accepted in payment for transportation 
subject to the act. In Payment of Charges in United States Cur- 
rency, 59 I. C. C., 263, rules were proposed requiring payment of 
charges in United States currency and prepayment of charges on 
shipments into Canada. The rules were intended to— 
“protect the carriers operating in the United States from the pres- 
ent depreciation in value of Canadian currency as compared with 
United States currency of the same denomination and to insure 
their receiving in lawful money of the United States the full 
amount of their charges or divisions accruing for that part of the 
transportation which takes place within the United States.” 

We found the proposed rules to have been justified in so far 
as they affected the charges for interstate transportation wholly 
within the United States. In tendering in lawful money of the 
United States the difference between the charges collected in 
Canadian money, discounted at the then current rate of exchange, 
and those applicable in lawful money of the United States, de- 
fendant has offered to do all that the law required. 

e find that the charges assailed were unlawful to the extent 
that they exceeded those which would have accrued at the ap- 
plicable rates, but that otherwise they were not unjust, unreason- 
able, or unjustly discriminatory. Complainant is entitled to refund 
of the overcharges, with interest. 
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GRAIN RATES SUSTAINED 


Examiner I. L. Koch has recommended the dismissal of 
No. 12965, Merchants Exchange of St. Louis et al. vs. Aberdeen 
& Rockfish et al., on a finding that rates on grain, products, and 
feed from Ohio and Mississippi River crossings, Cincinnati to 
New Orleans, inclusive, and points north and east thereof, to 
Southern territory, are neither unreasonable nor unduly preju- 


dicial. A like finding was recommended as to the transit and 
reshipping rules. The object of the complaint was to break up 
the system in the South under which local millers ship out 
products on any-quantity rates. The complainants at the river 
crossings said that system was unduly prejudicial to them. 

The complainants in the case alleged the any-quantity rates, 
and the carload rates, only slightly higher than the less-than- 
carload rates, on grain, grain products, and feed, from the 
Ohio River crossings, Cincinnati to Cairo, and Mississippi River 
crossings, Cairo to New Orleans, all inclusive, to all points in 
Southern Classification territory, when applied to carload ship- 
ments from the crossings, or employed as factors in construct- 
ing through rates, from points west and north of the crossings, 
to destinations in the South, were unreasonable and unduly 
Prejudicial to the complainants, when they ship from points 
North and west of the crossings, and unduly preferential of 
those at and south of the crossings. A further allegation is 
that the maintenance of the transit arrangements at Nashville 
and other points in the interior of the South, under which 
the millers distribute from the transit points on any-quantity 
or less than-carload rates, from the river crossings to the ulti- 
Mate destinations; of reshipping arrangements at Nashville and 
other points in southern territory, under which millers or 
dealers at such points receive grain or products in carloads 
of standard minimum weight from points north and west of 
the river crossings at which complainants are located, and 
Teship in small quantities to points in southern territory at the 
Same rates that apply on complainants’ carlots of standard 
mininum weight from and to the same points; and of rates 
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grain, products, and feed in carloads and distribute to ultimate 
destinations in less than carloads at the same through rates 
as complainants pay on carloads, is unduly prejudicial to them 
and unduly preferential of shippers and points enjoying the 
arrangements against which the complaint was leveled. 

Commercial organizations in the South intervened in the 
complaint in behalf of the maintenance of the existing rate 
structure. 

The examiner started with the declaration that from the 
inception of railroad transportation in southern territory, the 
rates on grain and grain products had been on an any-quantity 
basis. The railroads established it to meet the competition of 
the boat lines. Exceptions to the general arrangement, he said, 
were the rates from the crossings to the Carolina and Missis- 
sippi Valley territories. To illustrate the gravamen of the com- 
plaint, the examiner took a dealer at Cairo and another at 
St. Louis, the later not having the benefit of the crossing com- 
bination. A 60,000-pound car of grain inbound to both St. Louis 
and Cairo was taken for the example, on the assumption that 
it would-be distributed in 30 lots of one ton each. The cost 
to the Cairo man would be $216 to Birmingham, $267 to Con- 
cord, N. C., and $228 to Lake, Miss. The total transportation 
cost to the St. Louis man would be $252, $297 and $252, re- 
spectively. 

Wholesale grocers in the South joined in the complaint 
against the arrangement because, as they said, they were not 
accorded as favorable rates for distribution as those given the 
millers. The examiner said the complaint did not raise the 
issue of unjust discrimination between the millers in the South 
and the grocers. He said that nothing in the report was there- 


fore to be considered as a reflection upon the merits of that 


contention. The wholesale grocers supported the contention of 
the complainants. Therefore, as supporters of the complainants 
that are included in Koch’s recommendation that the complaint 
be dismissed, but the dismissal, if made, would not result in 
closing the door to their allegation of discrimination. 

The railroads and the interior southern millers defended 


the present adjustment on the ground of a difference in’ condi- 
tions. In the South they showed the rural population composed 
75 per cent of the whole, while in central territory it composed 
40 per cent, in trunk line about 32, and in New England a 


to points beyond southeastern basing points constructed by the 
Combination of carload and any-quantity or less-than-carload 
Tates beyond, under which dealers at the basing points receive 
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shade less than 21 per cent. The wide distribution of the pop- 
ulation, they argued, required the services of local millers in a 
position to compete with large shippers from the North. Under 
the present system the local miller, they said, could compete 
with the big man in the North and East. The railroad said 
the small millers were not equipped, even if financially able, 
to handle carload quantities. 

The examiner said the complainant made little effort to 
show the carload rates into Mississippi Valley territory were 
unreasonable, except in relation to the less-than-carload rates. 
He said that while an increase in the difference between car- 
load and less-than-carload rates would be to the advantage of 
the complainants and those intervening in their support, it 
would threaten the existence of many of the millers and retail- 
ers in the South and result in increased cost of foodstuffs to 
the consumer without corresponding advantage to the com- 


plainants and interveners. Therefore he recommended dis- 
missal. 


KANGAROO AND RABBIT SKINS 


A finding of unlawfulness and an award of reparation, 
as to a first class rate of $4.625 imposed on imported kangaroo 
and rabbit skins, from Pacific ports to New York, have been 
recommended by Examiner Myron Witters in a report on 
No. 13488, Richard Young Company vs. Director-General. The 
shipments were made in the period between January 28, and 
April 28, 1919. The complaint was received by the Commission 
February 14, 1921, but not formally filed until January 28, 1922. 

When import rates were re-established after their cancella- 
tion by General Order No. 28, kangaroo and rabbit skins were 
not included by name in the item carrying a rate of $1.625, 
which covered many other kinds of hides and skins. The item 
read, “Hides, dry, including deer hides, sheep slats, hair seal, 
sheep pelts and goat pelts, dry, in bales.” The railroads con- 
tended the skins of kangaroo and rabbits were not included 
in the term hides and the examiner agreed the dictionaries 
seemed to bear out their contention. But he said the use of 
the word “including” did not exclude articles not specifically 
named and that therefore the articles named must be regarded 
as merely explanatory, especially as the skins of some small 
animals were included in the commodity description. He said 
the Commission should find that the rate of $1.625 was legally 
applicable, and require reparation. 


SOUTHWESTERN ASPHALT RATES 


In a proposed report on No. 13353, American Asphalt Roof 
Corporation et al. vs. Atchison, Topeka & Santa Fe et al., 
Examiner I. L. Koch, said the Commission should find the rate 
on solid and liquid asphalt, from New Orleans and points taking 
the same rates, to Kansas City were not unreasonable, unjustly 
discriminatory or unduly prejudicial, but that the rates on the 
commodity mentioned from Port Arthur and Beaumont, Tex., 
to Kansas City, were and for the future will be unduly pre- 
judicial to the extent they exceeded or may exceed the con- 
temporaneous rates to St. Louis. He said reparation should 
be denied because damages had not been clearly proved. 

The report also covered parts of Emerson’s fourth section 
applications Nos. 2174 and 2193. Koch said fourth section 
relief should be denied to the extent involved under the pro- 
posed finding. 


RADIANTFIRE HEATER RATING 


Examiner John T. Money, in a report on No. 13283, Gen- 
eral Gas Light Co. vs.. Alabama Great Southern et al., has 
recommended a finding that the first class rating applied on 
radiantfire heaters, in carloads, under the consolidated classi- 
fication, was unreasonable to the extent it exceeded fifth class 
and that where the first class rating was applied to less than 
carloads, it was illegal to the extent it exceeded third class. 
The application of the fifth class, however, will be conditioned 
upon the application of 24,000 pounds minimum, instead of the 
16,000 minimum applied on competitive heaters now rated 
fourth class. 


DEPRIVATION OF LEGAL RIGHT 
The Trafic World Washington Bureau 


Alleging the course of the Commission had deprived their 
clients of their legal right to a trial and determination of the 
issues presented, attorneys for the complainants in No. 6194, 
Holmes & Hallowell Company vs. Great Northern et al., and 
cases consolidated therewith for hearing, argument and report, 
have asked for re-argument on the Commission’s report dated 
June 6, 1921. The cases embraced in that proceeding are docket 
Nos. 6357, 6552, 6715, 6794, 6983, 7281, 7498, 7656, 8033, 8119 and 
all sub-numbers in each. 

In the report mentioned as the foundation for the petition 
the Commission disposed of the question of the reasonableness 
of the rates in effect in 1913 when the cases were filed, and the 
reasonableness of those put into effect since then by saying that 
“in our report of March 8, 1922, we made no finding for the past, 
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in view of the fact that we were primarily prescribing an ad- 
justment which would eliminate the undue prejudice found to 
exist. We now find that the interstate rates of the defendants 
herein involved, charged and collected prior to our previous de. 
cision of March 8, 1921, were not unreasonable.” 

Such a disposition of the main question raised by the com- 
plainants, the petition undertakes to show, is not in accordance 
with the duty laid upon the Commission by the law. In support of 
that proposition it quotes liberally from the opinion of the federal 
courts, particularly from Interstate Commerce Commission ys. 
L. & N., 73 Fed., 409-15, and from Mills vs. Lehigh Valley, 238 
U. S., 473-7. In the first case mentioned the court said it was 
the duty of Commission to do about as a court would do to make 
a judicial opinion sufficient and satisfactory for the purposes 
of ordinary litigation. In the case that went to the Supreme 
Court of the United States, the court enumerated seven things, 
such as the relation of the parties as carrier and shipper, in 
interstate commerce; the character and amount of the traffic 
out of which the claims arose; the rates paid by the shipper for 
the service rendered, and whether they were according to the 
established tariff; whether and in what way unjust discrimina- 
tion was practiced against the shipper; whether, if there was 
unjust discrimination, the shipper was injured thereby, and, 
if so, the amount of his damages; whether the rate collected 
from the shipper was excessive and unreasonable, and, if so, 
what would have been a reasonable rate; and, whether, if the 
rate was excessive and unreasonable, the shipper was injured 
thereby, and, if so, the amount of his damages. 

“It is respectfully submitted,” said the petition, “that the 
Commission has erred in its report on further argument, 69 
I. C. C. 11, and that the result of such error has been to deprive 
these complainants and each of them of their legal right to a 
trial and determination of the issues raised by their original 
complaint and each of them.” 

The petitioners pointed out that the last testimony taken 
in the cases was taken in 1919, and that the bulk of the testi- 
mony was taken even before that year, so the conclusion of the 
Commission that all the rates collected prior to March 8, 1921, 
were not unreasonable, could not have been based on any evi- 
dence as to the rates since the taking of the last testimony. 
They, therefore, asked for an opportunity to argue with special 
reference to reparation, and upon the law questions raised by 
them. 

It is suspected the matter will attract more than an ordinary 
amount of attention because complainants, many times, have 
growled about the consolidation of their cases with those of 
other complainants. They have had the idea that their cases 
did not receive as much attention in such consolidated proceed- 
ings as they would have had had they not been put in with 
others even for the purpose of hearing and report. 

The Holmes & Hallowell cases, so-called, on which many 
hearings and arguments have been held in the nine years since 
their filing, raised the question of the reasonableness and non- 
prejudicial character of rates on hard and soft coal, from the 
head of the lakes to destinations in Minnesota and the Dakotas. 
There was a decided difference between Minnesota state rates 
and interstate rates. On account of the turmoil created by the 
litigation over rates prescribed by the Minnesota commission 
the cases hung fire for a long time and before they could be 
disposed of they were fuurther delayed by the advent of the 
era of uncertain rates caused by the war. The Commission 
finally decided some of them were unduly prejudicial. In the 
June 6, 1921, decision the Commission, without making a detailed 
report, held the rates prior to March 8, 1921, were not unreason- 
able. 


PETITIONS FOR REARGUMENTS, ETC. 


The complainant, in No. 12040, American Box Board Com- 
pany vs. Director- General, has petitioned the Commission to 
grant a reconsideration of its decision and an oral argument In 
order to eliminate a prejudice done to the case by consolida- 
tion with other cases recited in 69 I. C. C. 573, and considera 
tion in respect to other issues outside of the record which were 
detrimental and disadvantageous to complainant. 

The North Pacific Millers’ Association, protestants, have 
petitioned the Commission to grant a rehearing in I. and S. 
1504, in order to remove the discrimination of the Montana 
mills which respondents have not done following the Commis 
sion’s order in the case. 

The complainants in No. 12514, Frank G. Day & Company, 
vs. Director General, M. & O. R. R. et al., have petitioned the 
Commission to grant a rehearing. ; 

The Commission has been asked by the complainant to 
grant a rehearing in No. 12575, Selz-Schwab & Company V5. 
Chicago & North Western Railway Company, Director Gen- 
eral. 


SIOUX CITY TERMINAL STOCK 


Authority has been given to the Sioux City Terminal Rail- 
way Company to issue $100,000 of its stock, $100 par value, to 
be used in partially reimbursing the Sioux City Stock Yards 
Co. for advances made to the applicant for additions and better- 
ments. 
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September 9, 1922 


HARDING APPROVES INJUNCTION 
The Trafic World Washington Bureau 


President Harding, it was stated officially at the White 
House, believed that no more sweeping injunction had ever 
peen obtained than that obtained in Chicago by the Attorney- 
general September 1 against the shop crafts unions. The situ- 
ation justified the action taken, it was stated. It was said that 
the President was determined to make transportaion as effective 
as possible and that the government did not mean to stop with 
injunction proceedings if other steps were necessary. The 
president believed that the railway executives were doing the 
pest they knew how to cope with the situation. 

Referring to the belief of labor leaders that the strike could 
pe settled if the Labor Board would rescind its resolution of 
July 3, it was said that the President believed that there was 
no exigency that would justify the Labor Board in fixing its 
attitude or adopting a course under a strike menace. 

It was stated officially at the White House September 5 
that the government did not intend to proceed by the injunction 
i abridge anybody’s liberty under the Constitution, but that it 
jid intend to prevent interference with transportation. This 
statement was made by a spokesman for the President in reply 
io questions as to how far the government meant to go in the 
application of the injunction against the striking shopmen. 

Attorney-General Daugherty also made it plain that the ob- 
ject of the government was to prevent illegal interference with 
interstate commerce. He remarked that speeches made by cer- 
tain individuals contained references to the Constitution, but 
they were talking about constitutions of unions, while he was 
talking about the Constitution of the United States. He said 
there was no intention of forcing men to work or to prevent 
strikes and that the action taken by the government might 
accelerate the strikers in getting farther away from work rather 
than bring them to it. He said there was no objection to union 
men meeting for lawful purposes, but when the purpose was 
to incite riot and murder that was a different proposition. The 
Attorney-General believes that picketing is a violation of the 
injunction. ; 

“There have been no flagrant violations of the injunction 
reported,” said he, adding that, by the end of the week he 
expected to see the situation with regard to interference with 
transportation cleared up. 

Commendation of the course adopted by the government 
has been received from all parts of the country, it was said. 

Denial was made officially at the Department of Justice 
September 7 that the Attorney-General would ask that the pro- 
visions of the temporary injunction obtained at Chicago be modi- 
fied by the court in argument in support of making the injunc- 
tion permanent. There were reports that such action might 
be taken because of the attacks made in Congress and elsewhere 
against the sweeping terms of the injunction. The Attorney- 
General probably will go to Chicago to be present at the hearing 
om the injunction. In a formal statement, Attorney-General 
Daugherty said: 


The government will consider in due time what proceedings shall 
be taken against the few misguided labor leaders who_have made in- 
cendiary speeches with the purpose of defeating the administration of 
justice. The rank and file of labor organizations are loyal and law- 
abiding citizens, and I am satisfied that they will be content to sub- 
mit the issues in the Chicago injunction suit to the orderly processes 
of law and to abide by the decisions of the courts as to what is the 
law of the land. 

A few misguided labor leaders—some of them avowed Bolsheviks 
—who have shown a contempt for the courts and the processes of 
law need not complain that they are denied the full privileges of free 
speech. It is my intention, if it shall prove necessary to proceed 
with the equity suit, to give them the fullest opportunity of free 
speech and under circumstances that will give the greatest value 
to their utterances; for I propose, when the court next hears this 
case, that the leading defendants shall have the fullest opportunity 
to take the stand and testify under oath as to whether or not 
they are responsible for instigating and carrying on the unquestioned 
Conspiracy to’ paralyze transportation in this country. If they are 
reluctant to tell their side of the story, I shall be disposed—although 
the government’s evidence will make it unnecessary—to call the lead- 
Ing defendants to the witness stand, and they will then have, as I 
‘aid the fullest opportunity of free speech and under the most satis- 
factory conditions. 

In thus proposing to put before the country not only the govern- 
ment’s case, but any possible defense, I am somewhat hampered by 
the fact that the government’s process servers have had great diffi- 
yy, in locating the leading officials of the shop crafts organizations. 
pes lawyer has yet formally appeared for them in the Chicago suit, 
and this is disappointine: 2s I desire to serve notice upon him to 
re into court next Monday all the books, letters, telegrams and 
be documentarv data of hic clients sa thot the nublic could judge 
; ether or not they continuously attempted to paralyze interstate 
cmmerce and thus starve the commounity, in order to enforce, by 
Prisha their demands. I am today instructing the United States 
7 orney at Chicago to serve notice on the counsel for the defendants, 
be *n such counsel is selected, to produce those of his clients who 
wih’? leading officials of the shop crafts organizations, together 
and all their books, correspondence, financial accounts, check books, 
is other documentary data. I must presume that they will welcome 
publi portunity to put their case before the Court and thus the 
fender’ and I give little credit to the rumors that any of these de- 
thef ents have gone to Canada and taken with them the records of 
is not vities. Such a course would be foolish, as the government 
readi} Without duplicates of much documentary evidence and can 

Ip epoena the telegraph companies to produce the telegrams. 

this minority of labor leaders who have denounced the action 
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of the courts are not willing to come into court and tell their side 
of the story on the solminity of their oaths as witnesses, then the 
— which only desires fair play, is likely to draw its own con- 
clusion. 


Although earlier in the day it was indicated at the Depart- 
ment of Justice that the government would not ask for any 
modifications of the injunction obtained against the railway strik- 
ers, it was intimated after a conference late September 7 be- 
tween Attorney-General Daugherty and Senator Borah that some 
modifications might be asked. Senator Borah informed the At- 
torney-General that he believed the injunction was too sweeping 
and that the end in view might be accomplished better by bodi- 
fying it. 

The International Brotherhood of Electrical Workers, 
through its officers, September 7 asked the Supreme Court of 
the District of Columbia for an injunction forbidding United 
States attorneys and marshals from serving Judge Wilkerson’s 
injunction on them or in any way interfering with their meetings 
in aid of the shopmen’s strike. A hearing on the application for 
a restraining order was asked for September 9. The application 
was based on the allegation that Judge Wilkerson’s injunction 
could have no extra-territorial effect, as claimed by federal of- 
ficials in the District of Columbia. It was also claimed that the 
injunction was issued without giving the notice required by the 
Sherman anti-trust law. 


Statement by Cuyler 


_ Thomas Dewitt Cuyler, chairman of the Association of Rail- 
way Executives, September 6 authorized the following statement: 


The statement in some of the morning papers to the effect that 
a settlement of the shopmen’s strike has been effected is absolutely 
without foundation. There have been no conferences, either by this 
association, or by any of the executives, with Mr. Jewell or others 
representing the shopmen who left the service of the companies. 
The statement that I had curtailed my holiday is also entirely without 
foundation. On the contrary, I stayed away longer than I expected. 

The roads are standing squarely on the platform adopted by them 
at their meeting on August 23, 1922. The executives are a unit as 
to this, and are entirely satisfied with present conditions, as will be 
evidenced by the facts set forth below: 

On September first the railroads had approximately 305,000 em- 
ployes engaged in the maintenance of cars and locomotives, as against 
about 400,000 in June, 1922—the best evidence that the collapse of 
the strike is in sight. 

During the past week the railroads have been recruiting their 
forces at the rate of some five or six thousand men per day. It 
is estimated that at least half of these are the older and more ex- 
perienced men among the strikers. They are voluntarily returning 
to work on terms which do not violate the obligations of the rail- 
roads to either their loyal employes or to the new employes. 

In many cases it was the 10th of July, and in others the 17th 
of July, before the railroad companies set about seriously to recruit 
their forces. Prior to those dates they generally held the positions 
of their striking employes open for them without loss of seniority 
and other rights. On July 10th the railroads had at work in their 
shops and roundhouses approximately 155,685 men. On July 20th the 
total number of these employes was only 162.749. 

From this it may be seen that practically the entire progress made 
in recruiting new employes has been since July 20th. On July 3ist 
the railroads had 191,440 employes of this class; on August 15th 237,- 
340; on August 31st approximately 292,000. 


These figures do not include returns from some fifty railroads, 
which it is estimated have at least 13,000 men at work, making a total 
for the entire country of approximately 305,000. 


Since the rights of the loyal men who remained at work and of 
the new men engaged during this difficult period have been prominent 
in public discussion, it is interesting to note that there were about 
155,000 loyal employes, and that about 150,000 new employes have 
been added. The sum total of these two groups far exceed the num- 
ber of men who went out on strike. 

The maintenance of equipment was materially improved in Aug- 
ust, and will be still further improved in September. 

The car loading figures issued weekly show that during the two 
months of the present strike the railroads have loaded with revenue 
freight over 500,000 more cars than they loaded during the same eight 
weeks of 1921, when there was no strike. 

For the week ending August 26th bituminous coal production was 
increased to about 6,700,000 tons, from about 4,500,000 tons the pre- 
ceding week. The probability is that the week ending September 
2nd will show that the railroads loaded over 9,000,000 tons, which is 
more than an average weekly output. 

__ While obviously, the commerce of the country cannot be carried 
with the same speed and facility as would have been possible had 
no strike taken place, at the same time the railroads are providing 
transportation for all essential purposes. Evidence of the ability of 
the roads to render effective transportation was furnished on Labor 
Day when the volume of business, the greatest in the history of the 
roads, was handled without friction and with only the usual delay 
incident to heavy travel. 

The railroad companies deeply appreciate the support which has 
se them in the present strike by the public opinion of the 
country. 

If the people of the United States will continue to evidence their 
good will just a little longer, they will see the present strike termi- 
nated in such a way as to add greatly to their protection against 
unwarranted attempts to interrupt transportation in the future. 


Samuel Gompers Talks 


Asserting that the temporary injunction issued by Judge 
Wilkerson in Chicago forbidding the doing of anything by the 
strikers and their helpers to interfere with the movement of 
trains in interstate commerce violated constitutional right, 
Samuel Gompers, president of the American Federation of La- 
bor, immediately after the issuance of the injunction, began 
talking about a general strike, such as, in Europe, is called to 
affect political questions. His excuse for beginning talk about 
a general strike was that he had received many communications 
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on the subject. Answering a question he said the question of 
recommending a general strike would be taken up in the meet- 
ing of the executive council of the Federation, September 9. 

“No one knows what may happen,” the head of the Federa- 
tion declared, “but it is my duty to bring to the attention of 
the council the proposition of a general strike because of the 
widespread insistence upon such a course.” 

The Federation has not the power to call a general strike. 
All it can do is to make recommendations. 

“I not only consider that this injuction invades these rights 
(constitutional), but I know that it invades my constitutional 
rights,” said Mr. Gompers. 

Mr. Gompers called attention to the fact that the annual 
convention of the Federation, several years ago, had “author- 
ized” members to ignore injunctions when they were invasions 
of constitutional rights and liberties of labor. He talked in such 
a way as to give the newspaper men the impression that he 
expected the leaders of the shopcrafts to ignore the injunction 
and go about carrying on their strike work as before its issu- 
ance, and that he himself would ignore it. Assuming that he 
meant to say he would ignore the order, which was not ad- 
dressed to him unless he brought himself within its terms, one 
of the newspaper men asked him if he would recommend to the 
leaders who had been enjoined, the course he seemed to be 
indicating he would follow. 


“I did not say that,’ he answéred. “Every man must fol- 
low his own bent of judgment and convictions. The American 
Federation of Labor has no mandatory powers, but I think I 
know the caliber of the men involved. They are intelligent, 
patriotic Americans and are not likely to surrender their con- 
stitutional rights at the behest of a court that interferes with 
those rights.” 


His view was that the injunction was a violation of sections 
in the Clayton anti-trust law which say no injunctions shall be 
issued in disputes between employer and employe about wages 
and terms of employment “except to prevent irreparable dam- 
age.” He thought the injunction a disregard of the twentieth 
section of that statute. It says no injunction shall be issued to 
prevent the termination of any relation of employment or peace- 
ful picketing. 

According to the leaders of the shopcraft unions, when they 
were negotiating for the return of the strikers, the men on 
strike have merely ceased the rendition of service but have not 
terminated the relation of employment. Therefore, according to 
the Gompers’ view, the strikers may not be enjoined to prevent 
the termination of the employment or picketing. Mr. Gompers 
ignored the fact that the main parts of the order forbid the 
men to whom it is addressed to interfere with the operation of 
trains, with the employes of the carriers, or to threaten them 


with bodily violence, or seek to persuade them to quit their 
work. 


The Gompers’ talk of a general strike did not appear deeply 
to impress Washington officialdom. The possibility of all the 
national unions affiliated with the Federation voting to strike 
was deemed even less than infinitesimal. The train operating 
brotherhoods, the heads of which made strenuous efforts to 
bring the shop strike to an end, are not affiliated with the 
Federation, so that even if the council of the Federation, at its 
meeting September 9, should recommend a general strike, it 
would have to go out of its own circle to bring it about. 


For the Federation to do that would be, it is believed, so 
clearly an evidence of conspiracy that no court would have ‘any 
trouble in so holding and thereby bringing into play the law 
laid down in the Coronado coal case decision, which, in brief, 
was that the organization, even if not incorporated, could be 
held responsible in damages. It is also believed that such a 
recommendation would bring the members of the council into 
contempt under Judge Wilkerson’s order and cause their arrest 
and imprisonment as soon as it became known there had been 
made such a recommendation or suggestion. 


A general strike would be a sympathetic strike, and a 
sympathetic strike is in the nature of a secondary boycott. A 
secondary boycott, under the Danbury Hatters decision, subjects 
those promoting it to liability for the damage caused thereby, 
multipled by three, in accordance with the terms of the Sher- 
man anti-trust statute. 


Both Sides Listening 


In the days immediately following the issuance of Judge 
Wilkerson’s injunction forbidding the doing of anything in fur- 
therance of the strike of the shopmen, the attitude of Attorney- 
yeneral Daugherty and the administration, and the heads of 
organized labor seemed to be that of “ears to the ground.” Each 
side seemed to be anxious to hear what the public, master of 
both sets of men, was saying about the matter. Both did con- 
siderable talking in general terms, labor leaders seeming to defy 
the government and suggesting they were not at all impressed 
with the possibility of Judge Wilkerson sending some of them 
to jail. Attorney-General Daugherty, in a telegram to a news- 
paper that had inquired of him what he intended doing about 
some of the utterances that had been made by labor leaders, 
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said the government would not pay any attention to the utter. 
ances of men who might themselves be brought into court late 

That what Gompers and others said was intended to hearte, 
the strikers was generally assumed. The question was whether 
what they said would be regarded by Judge Wilkerson ag , 
serious effort to carry on the strike notwithstanding the injune. 
tion or mere chatter to mislead the uninformed into believing 
the injunction amounted to nothing. 

Among the utterances to which attention was especially 
drawn was a telegram, sent by Samuel Gompers, to Bert y 
Jewell, at an unnamed destination, in which the “labor legislatiye 
representatives” in Washington, who could have been mop 
readily identified had they been called lobbyists, were repre. 
sented as renewing what they said July 21, when they gave, 
“pledge of our sympathy and support to the fullest extent withiy 
our power.” The pledge contains a distinct limitation, namely 
“to the fullest extent within our power.” i 

The renewal was in the form of a resolution, according 
the telegram given out by Gompers, “to ratify and emphasize the 
declaration made July 21, and pledge anew our sympathy anj 
support and the best wishes for the success of the striking raj. 
road shopmen in the attainment of their just cause.” The re. 
newal necessarily, it is believed, carried with it the limitation 
of the original. It is believed that if Gompers were called to 
account for the telegram, his lawyer would point out the limits. 
tion in the original message and the fact that the later message 
was a mere renewal of the original pledge, with its limitation, 
The limitation would be what the late President Roosevelt called 
“weasel words,” the support of which would be relied upon in 
the event Judge Wilkerson undertook to call Gompers and the 
labor lobbyists to explain. 

In spirit, the contempt of the labor leaders was regarded as 
obvious, but whether Judge Wilkerson would regard the spirit 
rather than the letter was one of the things on which one man’s 
guess would be as good as another. That the renewal was in- 
tended to encourage the strikers and their leaders in their ef. 
forts to prevent interstate commerce was regarded as too ob- 
vious for argument. 

One of the earliest things that became apparent was that 
the issuance of the injunction might afford an opportunity for 
political intrigue. Senator Robinson of Arkansas, one of the 
Democratic leaders of the Senate, participated in a conference 
with Gompers and other labor leaders soon after Gompers dis- 
patched his message of renewed support and sympathy to Jewell, 
who had disappeared. Andrew Furuseth, head of the seamen’s 
union, who has been a lobbyist around Washington for a genera 
tion, also participated in that conference. Senator Robinson de- 
clined to say anything about the conference other than that he 
talked over the situation with Gompers and others. He said he 
might later have something to say. Usually when conferences 
of that kind are held, the question discussed is as to the efforts 
the labor leaders will put forth in behaif of a designated party 
or a designated individual, if the party will help labor. 


Attorney-General Daugherty’s assistants in the department 
of justice, while he was in Columbus, immediately after the in 
junction had been procured, by giving out a few of the telegrams 
that had been received at the department, gave indication to 
those who know the inclination of politicians and diplomats to 
fish in troubled waters, that the attorney-general was also de 
sirous of knowing the reaction of the people to what has bee 
done. The National Association of Manufacturers from New 
York telegraphed: “The American public will sustain you.” The 
National Industrial Council telegraphed that “behind the agel- 
cies of the government stand with you the loyal citizenship of the 


country.” It was said a great number of such messages had come 
to the department. 


The impression was strong in Washington at the time this 
was written, that the quality of the move made by the goverl 
ment would be shown at Chicago when the Attorney-General 
would appear before Judge Wilkerson to argue in behalf of the 
judge making his order permanent and counsel for labor leaders 
would be present to show the judge why he should set aside his 
preliminary order. At that hearing it will be in order for Gom- 
pers to show through his lawyer wherein and how M. Gomners 
has been depived of any of his constitutional rights, about which 
he talks so much. 


ATTACKS DAUGHERTY INJUNCTION 


The Trafic World Washington Buress 


Charging that the injunction obtained at Chicago by Attor 
ney-General Daugherty violates the Clayton act and transgressé 
the Constitution by abridging freedom of speech, freedom of the 
press and the right of people peaceably to assemble, Senator 
Robinson of Arkansas, former member of the Senate interstate 
commerce committee, declared in the Senate this week that pc 
ruption and decay, ruin and anarchy, inevitably must follow the 
prostitution of the federal judiciary to proceedings violative 
the fundamental safeguards of liberty and conformable to the 
varying moods of public opinion.” » 

“The alleged advantages to the public to be derived fro 
this legal process, issued in excess of the judicial power, 
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nore than offset by the permanent impairment of the reputation 
of the federal judiciary for integrity and impartiality which 
must result from such an unwarranted assumption of authority,” 
jd he. . 

“"" Arkansan declared the court in the temporary injunction 
employed language “which, practically construed, constitutes a 
jenial to the shopmen of the right to continue the strike.” To 
systain the provisions of the injunction, he said, it is necessary 
io hold that the shopmen’s strike constitutes an unlawful con- 
spiracy, and that any words, spoken or written, and any acts 
performed, however peaceful in their nature or lawful in them- 
glves, constitute efforts in pursuance of such unlawful con- 
spiracy. 

« Tater Robinson asserted the law was that the railway 
employes had the legal right to strike to enforce their demands, 
notwithstanding a decision against their contentions by the Rail- 
oad Labor Board. 

Senator Watson of Indiana, who defended the course taken 
by the government, said there had been no denial of the right to 
srike, and called attention to the fact that both he and the 
Arkansan voted for the anti-strike provisions in the Senate rail- 
road bill in 1920. 

Senator Robinson said regardless of what had been at- 
tempted to put into the law the fact was that it was not now 
wlawful to strike and that the law was binding on judges. He 


said the principle underlying the injunction was that it was un- 
lawful to strike. 

Neither the railway executives nor the railway employes 
wanted the Labor Board created, Senator Robinson said, be- 
cause both preferred to be left free from incurring penalties 
because of violations. 


“The railroads have challenged and still challenge the au- 
thority of the Labor Board,” said he, “and the workers very 
naturally regard it unfair that the board’s decisions shall be en- 
forced only when against their interests or contentions.” He 


charged that the safety appliance and inspection laws were not 
being enforced. 


The senator went into a detailed analysis of why he believed 
the injunction to be violative of the Clayton act. He said the 
history of that legislation was that it was enacted to relieve 
labor unions and agricultural and horticultural organizations 
from the provisions of the Sherman anti-trust act, and from the 
danger of prosecutions under certain decisions of the federal 


courts. Discussing sections 6 and 20 of the Clayton act, the sena- 
tor said: 


Section 6 expressly asserts that the labor of a human being is not 
a commodity or article of commerce, and implies that laborers may 
organize and act in concert for the purpose of mutual help without 
incurring the risk of prosecution under anti-trust laws. Admittedly 
this paragraph is ambiguous and lacking in definite expression. 

Section 20 contains two paragraphs free from ambiguity and ex- 

pressive of a forceful and definite policy on the part of Congress re- 
specting the employment of injunctions in labor controversies. 
_ The first paragraph expressly prohibits federal courts and judges 
in controversies between employers and employes from issuing injunc- 
tions or restraining orders in labor disputes, except where irreparable 
injury to property or to a property right will result, or whereby there is 
no adequate remedy at law, and requires that such property or prop- 
erty right must be described with particularity in the application. 

The Attorney General by suing in the name of the United States 
seeks technically to escape the direct effect of this inhibition, and of 
the provision in paragraph 2 of section 20 which affirms the right of 
laborers to strike and to carry on singly or in concert the peaceful 
methods usually pursued, namely, ceasing from employment, recom- 
mending, advising, or persuading others to do so; attending at places 
lawful for the purpose of obtaining information and advice, or for 
the purpose of peacefully persuading others to work or abstain from 
Work, and so forth. 

This paragraph also expressly affirms the right to pay or give 

strikers strike benefits or other rewards, and expressly denies the 
right to enjoin strikers from peaceably assembling in a lawful man- 
ve and for lawful purposes, or from doing other things which might 
awfully be done in the absence of such dispute. 
h The Attorney General has sought to avoid all these limitations on 
ey Power of federal courts to issue injunctions in labor controversies 
Y proceeding on behalf and in the name of the United States govern- 
a He has sought to employ in the controversy the power, pres- 
'ge, and influence of the government with all its agents and instru- 
eaalities for the carriers who have themselves openly and repeat- 
= violated decisions by the Labor Board in behalf of the workers, 
Nd who peremptorily declined the President’s first proposal sub- 
mitted for the settlement of the strike. 


_ After reviewing the efforts that had been made by the Ad- 
ministration and the brotherhood chiefs to settle the strike, the 
ge said editorials in the press of the country had carried at 
fast the implication that the injunction went too far. 

Senator Watson deprecated the debate on the injunction pro- 
ceedings. He said only a temporary injunction had been issued 
= that he deplored any discussion that might influence the 
a in making a final decision. He cited the decision of the 
. Preme Court in the Debs case as ample grounds for the issu- 
hee of the injunction. In conclusion he said: 


t else was to be done? The mills were being interfered with. 
,? commerce was being interfered with. The free transporta- 
iegnt and passengers and the mails was being interfered 
kind? = the government absolutely helpless in a situation of this 
that th ave the 110,000,000 people other than the strikers no rights 
: € strikers themselves are bound to respect? 

duty of th as I am concerned, Mr. President, I believe that it is the 
ing to ies seneral government to put behind the men who are seek- 
Dower of He us transportation, both employer and employe, the full 
and that ow so0vernment to see that transportation moves unhindered 

‘ the rights of the general people are not interfered with in 


Wha 
Intersta 
ion of 
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that respect. So far as I am concerned, I hope that all the power of 
the general government will be arrayed against the men, either em- 
ployers or employes, who seek to interfere with the transportation of 
the mails and of the freight and of passengers over the lines of the 
railroad systems of the United States. I do not believe that the 
President could have done less, and I call attention again to the fact 
that he did not even go to that length until he had exhausted all 
possible sources of conciliation and until all the avenues of negotia- 
tion were blocked, and with that I am content to leave it. 

I think that anyone who will sit down and read very seriously the 
case which I have cited, even though the decision was rendered before 
the passage of the Clayton Act, when taken in connection with sec- 
tions 15 and 20 of the Clayton Act, expressly empowering the courts 
of the United States to act in certain instances, will be fully satisfied 
that the Attorney General was clearly within his rights in asking 
for the injunction and that the court was clearly within the limits of 
its power and jurisdiction and authority when it granted the tem- 
porary restraining order of which the senator complains. 


INJUNCTION AGAINST STRIKERS 


Judge James H. Wilkerson, in the federal court in Chicago, 
September 1, on application of Harry M. Daugherty, Attorney- 
General of the United States, issued a temporary injunction 
against the striking railroad shopmen returnable September 11— 
the date on which argument will be heard on the question of 
making the injunction permanent. The injunction names every 
officer of the railway department of the American Federation 
of Labor and the Federated Shop Crafts. Leaders of the strik- 


ing shopmen and of other unions are prohibited by the in- 
junction from: 


Issuing any instruction or public statement to members of their 
organizations to induce them to do or say anything to cause any rail- 
way employe to leave his work or to cause any person to abstain 
from entering employment of a railroad. 

Using funds of unions in furtherance of any 


act ferbidden in 
injunction. 


All officers and members of unions or their agents are re- 
strained from: 


Engaging in picketing. 

In any manner, by letters, circulars, telegrams, telephene mes- 
sages, by word or mouth or by interviewers, encouraging any person 
to leave the employ of a railroad or to refrain from entering such 
employ. 

Interfering with or obstructing any railway. 

Hindering inspection, repair or equipment of locomotives or cars. 

Conspiring or agreeing to hinder railroads in the transportation of 
passengers, property and mails. 

Interfering with employes going to or returning from work, ‘“‘by 
displays of force or numbers, threats, intimidations, acts of violence, 
opprobious epithets, jeers, taunts or entreaties.’’ 

Loitering at or near places of ingress and egress for employes. 

Trespassing on the premises of any railroad, or any other place 
aa “where the public generally are invited to come to transact 
business. 


Doing any injury or bodily harm to any employe of a railroad. 


Statement by Daugherty 


Attorney-General Daugherty’s statement to the court was 
as follows: 


The United States government, through the attorney-general, in 
order to carry on the functions of the government, has filed this bill 
of complaint and now asks for a temporary restraining order against 
all of the defendants. It is with great regret that I am compelled to 
institute this proceeding on behalf of the government. Considering 
existing conditions and the welfare of the people of America, there is 
no other course, and under the circumstances I have not the slightest 
fear or doubt of the government’s position. 


When the parties interested in the dispute decided by the labor 
board found that they could not by negotiations between themselves 
agree upon any plan by way of adjustment of their differences, at the 
request of both sides an appeal was made to the President of the 
United States to contribute his good offices to bring about a settle- 
ment. No man, officially or unofficially, in undertaking to bring about 
an adjustment which would prevent the necessity of this proceeding 
and prevent possibly more severe action on the part of the govern- 
ment, ever displayed a more marvelous patience, a more deep-seated 
interest or conscientious application to any task in the interest of 
any people, than the President of the United States. 

The President at one time, after many conferences with the rep- 
resentatives of both sides, and when he hoped and helieved he had 
assurances from both sides involved in the dispute that a certain 
proposition would be accepted, made the proposition to the executives 
of the railroads and the officers of the Federated Shop Crafs, which 
was ultimately rejected in part by the railroads. That proposition 
was made because the President knew that two strikes—one which 
practically prevented the production of coal in this country and the 
other which materially crippled transportation and interstate com- 
merce, causing hardship and loss and suffering to the people—were 
in progress and his first consideration was in the people’s interest and 
the public welfare. After the rejection of the first proposal the Presi- 
dent made a second proposition, acting as mediator. The Federated 
Shop Crafts, through its representatives, the defendants nemed in this 
bill, rejected the second proposition. Negotiations for a compromise 
have since continued between the railway executives and officers of 
the shop crafts with frequent conferences by both with the President, 
and all without avail. 

In the meantime the equipment of the railroad companies is so 
materially affected by acts of vandalism and inattention that the 
service of the companies is generally seriously impaired and in some 
—— the railroads have abandoned the running of trains alto- 
gether. 

On August 11 the president issued a proclamation calling upon the 
defendants and their associates to return to the service, to observe 
the decision of the labor board and in any event not to interfere with 
the service and not to interfere with men who are willing to enter or 
continue in the service. 

The railroad labor board is an agency of the government of the 
United States, In this particular contest both parties submitted the 
difference in dispute to the regularly constituted governmental author- 
ity to hear disputes and render decisions thereon. The railroads were 
willing to comply with the decision which was the cause of the strike, 
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but the defendants not only repudiated the decision but repudiated 
the labor board and its authority and holds the labor board and the 
government of the United States in contempt. 

3 1 do net appear here as a representative of the railroads; | appear 
here by virtue of law requiring me to do so, representing the govern- 
ment of the United States and the people of the United States. The 
government of the United States will never lift its hand against or 
touch a torch to the welfare of labor in its legitimate pursuit or to 
deny it what it is entitled to. The United States could not have been 
developed but for labor. Without that which labor produces the 
people of the United States cannot be prosperous, achieve, and, in 
fact, they cannot live. 

Tomorrow it will be said by some persons more malicious than 
truthful that this proceeding is intended as a deathblow to the unions, 
and, inasmuch as falsehood travels twice as fast as the truth, let me 
today start the truth on Its way in advance—that in my judgment 
this movement is necessary for the protection and the preservation 
of the unions themselves. The government of the United States is 
not opposed to labor unions if they perform such functions as can be 
performed in lawful manner. Never, while the labor unions limit their 
activities to legitimate acts and lawful pursuits not injurious to 
society, at least while | speak and to the extent that | can speak for 
the gg pn of the United States, shall a blow be struck at them. 

ut it may be understood that so long and to the extent that | 
can speak for the government of the United States, | will use the 
power of the government of the United States within my control to 
prevent the labor unions of the country from destroying the open 
shop. When a man in this country is not permitted to engage in 
lawful toil, whether he belongs to a union or not, with full protection 
and without interruption, the death knell to liberty will be sounded 
and anarchy will supersede organized government. 

There are many who believe, on account of the arrogance of 
certain officials of labor unions, that the unions themselves should be 
destroyed. I do not think they should, but I think they should be 
corrected and restrained. If the acts of violence and murder are 
inspired by the unions, then it is time for the government to call a 
halt. No organization or association, no matter how well organized 
or how powerful it may be, can hold its constitution or its laws 
supreme over the government, the constitution and the laws of the 
United States of America. 

No union or combination of unions can, under our laws, dictate 
to the American people. When the unions claim the right to dictate 
to the government and to dominate the American people and deprive 
the American people of the necessities of life, then the gov- 
ernment will destroy the unions, for the government of the 
United States is supreme and must endure. No labor leader or 
capitalistic leader, no organization or association of any kind or 
kinds or combination of the same, will be permitted by the govern- 
ment of the United States to laugh in the frozen faces of a famishing 
people without prompt prosecution and proper punishment. 

There is ample authority in the laws of this country to support 
the court in the issuance of the restraining order prayed for in this 
proceeding. All modern decisions support the authority of the govern- 
ment laid down more exhaustively and forcefully in the Debs case, 
158 U. S. 564, than probably in any other particular case decided by 
any court. In that case many of the serious offenses complained of 
in the case at bar were involved. 

The right to work in this country is as sacred as the right not 
to be compelled to work, if a man is not disposed to do so, and every 
man must be made equally secure in his choice. I take notice of 
the fact that in the legislative branch of the government the situation 
is deemed so serious that the taking over of the railroads by the gov- 


ernment is considered necessary. I do not believe that time has 
yet come. 


The government has not reached the point where it will admit its 
inability to protect the rightful owners of property in their right to 
use that property for the general welfare of the whole people and to 
require the owners of the railroads to furnish that service which is 
essential to the life of commerce, to the life of industry, to human 
life and even to the very life of the government itself. 


These defendants, considering the temperament of the people of 
the United States, can do no wiser or more beneficial thing for union 
labor than to consent that this temporary restraining order, if it 
should be granted by the court, be made permanent. 


- The dispute between the employers and employes is not involved 
in this proceeding. We have passed beyond that point. A govern- 
mental body entitled to recognition and obedience has Gecided that 
dispute. I am not taking sides between the disputants at this time 
as an advocate of either. It so happens in this instance that the rail- 
roads are willing to render the service the government requires they 
shall render. They are trying to serve the American people. They 
are trying to observe the law. They are endeavoring to furnish trans- 
portation. On the other hand, the defendants are preventing trans- 
portation and are offending against the law, as alleged in this bill, 
and by acts of violence are antagonizing and opposing the government 
of the United States. 

Shall the American people suffer; shall property be destroyed; 
shall commerce be destroyed; shall laws be broken; shall society be 
disorganized; shall prosperity and all labor cease and the poor be in 
want because employers and employes engaged in interstate com- 
merce, obligated to the government and to the people of the United 
States by a greater obligation than that which rests upon ony other 
set of men in the country, because of a dispute between them refuse 
to obey the law? No! The answer by the government is that if 
they cannot agree others will be given the privilege and protection 
of performing this servise who will agree with the government and 
obey the laws of government. 


Need for Government Protection 


The Attorney-General told the court that because of law- 
lessness and violence against railroad property and railroad 
workers his department had received urgent requests for no 
less than 40,000 deputy marshals to keep down the strike dis- 
order. 

Already some 5,500 marshals have been so assigned, and 
in addition special service men of the department have taken 
up similar work throughout the country, the Attorney-General 
said. 

The cost of such special service, he said, already expended 
was more than $1,000,000 for the eight weeks’ duration of the 
strike. 

In California alone, Mr. Daugherty said, more than $75,000,- 
000 worth of fruit and produce already had been destroyed 


because of the failure of transportation systems to move the 
crops. 
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In Somerset, Ky., he said, 25,000 cars of bituminous ¢oq] 
were congested in the railroad yards yesterday. 

Vandals had tampered with more than 5,000 cars there, he 
said, and as a result the-nation was faced with suffering fo, 
want of coal. 


Fifty per cent of the engines of the nation’s railroads haye 
been rendered useless by lawless activities since the strike 
began, he said. 

The Chicago & Alton Railroad has been forced into re. 
ceivership by the drain upon its resources caused by the strike. 

A thousand mail trains have been discontinued, thousands 
of loaded freight cars have been held on sidetracks for weeks, 
thousands of locomotives stand idle in the yards, numeroys 
industrial plants throughout the country are suspended for want 
of fuel and material and thousands of workmen are deprived 
of an opportunity to support their families, all as a result of 
the acts of the defendants, the government charged. 


Statement by Shopmen 


The executive council of the railway employes’ department 
of the American Federation of Labor issued the following: 


Enforcement of the injunction obtained by the attorney-general 
against lawlessness and violence in connection with the shop crafts 
strike will be aided by every power of the shop crafts organization. 

The officials of these organizations have done everything possible 
since the beginning of the strike to maintain a peaceful suspension of 
work. Considering the difficulty of preserving perfect order in any 
group of 400,000 men engaged in a struggle for a decent livelihood, it 
must be admitted that the strike has been a remarkable demonstra- 
tion of the law-abiding character of the workers invoived. 

It is unfortunate that in a suit for the announced purpose of 
preventing lawlessness the attorney-general’s office has prepared and 
a court on hasty consideration has entered an order which, unless 
carefully interpreted, might be read as a flagrant violation of consti- 
tutional rights of American citizens as repeatedly aftirmed by the 
Supreme Court of the United States. Apparently either haste or 
failure to use the English language with precision hss led to the 
drafting of an order which read too literally would deny the right of 
free speech or communication of any sort or just payment of debts 
or mutual aid in lawful association, to men engaged in the peaceful 
legal conduct of their business. 

It can hardly be assumed that the federal court nas intended to 
restrain or has restrained, those lawful acts necessarily itivolved in 
carrying on the legitimate work of labor organizations, some or all 
of whose members are engaged in a legally conducted strike te accom- 
plish lawful purposes. 

Such acts, including peaceful picketing, as have been repeatedly 
and recently held to be lawful by the Supreme Court of the United 
States, cannot be assumed to come within the provisions of the 
restraining order entered by Judge Wilkerson. 

If a strike of railway employes and its peaceful conduct were 
unlawful proceeding, it cannot be assumed that the attorney-general 
of the United States would have waited two months to proceed against 
the strikers, or that the President of the United States would have 
held conferences with lawbreakers and proposed that the lawbreakers 
whom they represented should return to work under terms which they 
afterwards accepted and which the railway executives rejected. 

Therefore, we assume that the right of the railway employes is 
acknowledged to continue a lawful strike in a lawful manner until a 
satisfactory settlement is made. 

At least until advised that the constitution of the United States 
and the decisions of the Supreme Court are no longer to be relied 
upon as the law of the land, the officials of the organizations of rail- 
way employes will continue to perform their legitimate duties to their 
members, to aid them in the lawful pursuit of their l:awful] purposes, 
and to do all in their power, in conjunction with officers of govern- 
ment, to restrain and to punish every unlawful act of those who are 
rightfully involved or who without right involved themselves in the 
operation of the railroads. 


CHARGES AGAINST BOARD MEMBERS 


The Trafic World Washington Bureau 


Formal charges against A. O. Wharton, a labor member of 
the Railroad Labor Board, that he is serving as a member of 
the board and at the same time acting as a president of the 
shop crafts organization, have not been submitted to President 
Harding, it was said at the White House. The President, it 
was indicated, did not regard the matter as serious. It was 
said that when he reappointed Mr. Wharton there were 00 
objections from any source and that Mr. Wharton was repre 
sented to the President as an able member of the Labor Board. 
Mr. Wharton has denied the charge. No mention was made 
at the White House of similar charges against Albert Phillips. 
also a labor member of the board. 


WAGE STATISTICS 


The Commission’s wage statistics for June show that there 
were 1,685,414 employes of Class 1 roads in that month and 
that they received total compensation of $222,932,689. The 
number of employes was an increase of 57,186 over the number 
employed in May, or 3.5 per cent. The compensation in May 
was $216,672,028. The increase in the number of employes Was 
distributed as follows: ; 

Executives, officials, and staff assistants, 59; Professional, cleriesl 
and general, 1,720; Maintenance of way and structures, 23,893; —— 
tenance of equipment and stores, 15,818; Transportation (other bere 
train, engine, and yard), 4,866; Transportation (yardmasters, SW! 


tenders, and hostlers), 292; Transportation (train and engine serve 
ice), 10,538. 
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COAL PRICE CONTROL BILLS 


The Trafic World Washington Bureau 


Declaring that it would be worse than futile to attempt to 
direct the attention of Congress now to anti-strike legislation, 
genator Cummins, chairman of the Senate interstate commerce 
committee, announced in the debate on the coal price control bills 
that he would introduce bills at the next session of Congress 
designed to prevent “a recurrence of the disastrous situation 
which now exists.” This statement was made after Senator 
Underwood of Alabama had asserted that, instead of the pro- 
posed legislation, Congress should now enact a law that would 
meet the condition of the railroad strike. 

“T am not in favor of anti-strike legislation unless the gov- 
emment attempts to substitute something better than the 
strike,’ said Senator Cummins. “As chairman of the committee 
on interstate commerce I intend to introduce bills of that char- 
acter at the coming session. It is impossible to control the 
present strike by any such legislation. I think it would be 
futile and worse than futile, to attempt to engage the attention 
of Congress to that subject at this time. We cannot, by passing 
an act at this time, make unlawful what was lawful on July 1 
of the present year. I hope that no such effort will be made, 
and I am sure none will be made.” 

“Stop the railroad strike and you will relieve them (people 
in need of coal), but that is what you have failed to do,” said 
Senator Underwood, adding that the Attorney-General was “be- 
sinning to act.” He said the conferees on the transportation 
act “brought back an empty shell,” the reference being to elim- 
ination of the anti-strike provisions of the Senate bill. 

The discussion brought from Senator Cummins the state- 
cent that the Senate conferees had not yielded on the anti-strike 
cause “until the information came to the Senate conferees that 
if the bill passed with the anti-strike provision in it, it would 
be vetoed.” The senator said he was probably “betraying a 
secret which possibly is not generally known.” He said he had 
had no information from the President (Woodrow Wilson), but 
that men who were high in the confidence of the labor leaders 
and of the Railroad Administration “indicated to me that unless 
we yielded on those points the President might find it difficult 
to sign the bill.” 


Senator Pomerene, one of the Senate conferees, said he 
realized that after a period of two years a man’s memory might 
be hazy, but that it was only in the last day or so that he learned 
that the Senate conferees had to yield because of the attitude 
of the President. Senator Underwood said the information given 
by Senator Cummins was new to him. 

Answering queries as to the real purpose of the coal price 
control bills, Senator Cummins said it had developed that the 
Interstate Commerce Commission was extremely doubtful about 
its authority to proceed under existing law to embargo or to issue 
an order of priority “bottomed upon an unreasonable exaction 
in the price of coal.” 

‘I do not believe that the Commission has the power to 
lay an embargo against a coal operator because he is selling his 
product at an extortionate price,’ said the senator. “I think that 
is just the power that this bill gives to the Commission.” 

Senator Reed, of Missouri, inquired whether the federal gov- 
ernment under the interstate commerce act had power to under- 
stake to regulate prices under the authority of the act. 


“If they have any such authority,” said he, “then they can 
regulate the price of everything in this country by the simple 
device of refusing to a citizen a car in which to move his goods.” 


Senator Watson of Indiana replied “only when there is an 
emergency.” 


Senator Cummins replied to the query as follows: 


I have no doubt whatever about the right of Congress, if we 
havea starving community in one part of the country, to say that 
there shall be no cars loaded for any other purpose than to trans- 
ort food and no cars carried to that community except cars loaded 
mith food. I have no doubt whatever about that, under our power 
0 regulate commerce among the States. When you grant the 
‘xistence of such an emergency as I have described, I think we 
ire the same authority, if we care to exercise it, to say that only 

lose operators who are willing to sell their coal to a community 
fithout coal at a fair and reasonable price shall be permitted to 
fasport coal to that community. I believe that we have that 
authority under our power to regulate commerce among the States. 
” I, for one, would not be willing to give the Interstate Com- 
perce Commission the latter authority as a permanent authority. 
ipa not be willing to give the commission the authority which 
Provided for in this act as a permanent authority. 


in o agree with the Senator from Alabama in the position he took 
to thi committee, that if this authority is given, it must be limited 
to rasemergency, and that the President should have no power 
pel ahd it. The President ought not to have the power to de- 
Cen Ine whether an emergency exists or not. That, I think, is for 
wiles: But I am willing, and I think every man ought to be 

ing if he believes it to be within our constitutional authority 


io meet this emergency in the’way we propose to meet it in this 


Senator Reed said: 


I think ‘ ' i 
thatthe int the Senator has answered my question. 
refuse to h 
Says that 


He affirms 
erstate commerce powers of the federal. government 
loyed to fix prices, by our directing the railroads to 
haul any article unless it is sold at a certain price. He 
Congress ought not to confer that power upon any board, 
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unless Congress thinks there is a real necessity; but he affirms the 
existence of the power. Of course, it is only one step from that 
to say that the people of the United States are entitled at all times 
to have reasonable prices, and that nobody should be allowed _ to 
ship a single thing at any time unless he sells it at a reasonable 
price, and thereupon to authorize some board to decide what is a 
reasonable price, and deny the highways to every man who does 
not conform to that price. If that power exists in the federal 
government, we may be just as certain as we are that there is a 
sun shining somewhere that some day there will be a Congress 
which will employ that power to control prices. 

If the interstate commerce power goes that far, then it goes 
further than anybody dreamed of a few years ago. I am not dis- 
cussing the question; I am simply pointing out the question. I 
am glad to know that is the Senator’s view—I am not glad to know 


it is his view, but I am glad the Senator has so clearly expressed 
the view he entertains. 


_ We understand, then, that this is a price-fixing bill, pure and 
simple, and that the powers of the federal government to deny 
or to grant cars are to be employed to fix prices on coal while 
there is an emergency; and that power, of course, we can declare 
at any time, whether there is an emergency or not. There is 


en in the Constitution of the United States about emergen- 
cies. 


Senator Reed said the real question involved in giving relief 
to the people was, “How are we going to get the necessary 
cars?” He said they could not be obtained unless one of two 
things were done—settle the strike or that the government shall 
insist that the repair shops be kept open and protect the men 
willing to work therein. ’ 

“Now, that is just the question that is before us, and we 
are trying to dodge it,’ he said. 

Senator Cummins said he agreed that the fundamental ques- 
tion was one of transportation and that if all the shops were 
filled with competent men tomorrow, it would require six months 
to repair the equipment of the railroads so that they could move 
traffic at their highest capacity. He said the country was bound, 
therefore, to have a shortage of equipment in the next three 
or four months. Senator Reed, however, believed that if the 
strike were settled, the equipment could be put in such condi- 
tion in two weeks’ time as to handle the necessary coal traffic. 

Senator Cummins said the bill would not add an engine 
or a car to the equipment of the railroads, but that, inasmuch 
as there was an opportunity for extortion, the measure was in- 
tended to prevent the charging of unreasonable prices. 

Senator Reed believed that “the question of priority of men 
in the shops is producing a terrible disaster for a cause that is 
not in proportion to the disaster.” 

Expressing agreement with that view, Senator Cummins 
said: “It is unthinkable that we should starve and freeze in this 
country because the senior privileges of the shopmen of the 
United States cannot be adjusted in some way in order to enable 
them to go to work.” 

Senator Pomerene, of Ohio, questioned the efficacy of the 
proposed legislation in controlling the price of coal. He, as did 
Senator Reed, believed the bill would not prove effective because 
of the evasions that could be practiced to beat it. 

The constitutionality of the Cummins coal price control 
bill was defended in the Senate this week by Senators Cummins 
and Kellogg. Senator Kellogg said that in his opinion the pro- 
posed legislation was an exercise of the constitutional power 
of the government “because the excessive price of coal, partly 
used for railroad transportation, is a direct burden on inter- 
state commerce within the decisions of the Supreme Court of 
the United States.” Senator Cummins argued along the same 
line, contending that numerous decisions of the Supreme Court 
sustained his viewpoint. 

Senator Cummins said none could say definitely and cer- 
tainly what the Supreme Court would hold to be a proper regu- 
lation of interstate commerce. 

“It is not too much to say—and I do not mean it as a 
criticism or disparagement of the Supreme Court—that there 
is from my standpoint a sad lack of harmony in the decisions 
of that tribunal with regard to the application of the authority 
given in the Constitution to regulate commerce among the 
states,” said Senator Cummins. 

The senator, who had moved that the Senate bill be sub- 
stituted for the House bill, said the House bill attempted to 
give the Commission the authority to embargo coal produced 
in a state and transported from mines to points within that 
state, or to embargo against a dealer the transportation of coal 
from one point in a state to another point in the same state. 
He said he could not accept the House bill on that point be- 
cause he did not believe that Congress had the power to clothe 
the Commission with power to lay an embargo on coal or other 
fuel moving between points in the same state. 


It was also the view of the senator that Congress alone 
should determine the emergency which would call into exist- 
ence “so grave a power aS we are proposing now to confer 
upon the Interstate Commerce Commission.” Senator Underwood 
of Alabama contended the Commission, under the transportation 
act, already had the power to declare an emergency, but Sen- 
ator Cummins said that the Commission had no power to lay 
an embargo against a man or an operator or a company simply 
because the man, operator or company was exacting unreason- 
ably high prices for coal. 

“Suppose Smith is asking $20 a ton for coal and Jones is 
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asking $5 a ton for coal,’ said Senator Underwood. “Does not 
the senator concede that under the existing law when there 
are only sO many cars that can be ordered to a tipple the Inter- 
state Commerce Commission can order them to Jones, who is 
selling his coal for $5, instead of to Smith?” 

“It cannot do it openly and frankly,” said Senator Cummins. 
“It might by indirection do it.” 

Senator Underwood contended the Commission had been 
doing that very thing. 

In the course of the debate, Senator Nelson of Minnesota 
declared that the trouble in the existing situation was that 
many of the states had not exercised the police power of the 
state. He said since the enactment of the Adamson law, many 
railroad employes had been possessed with the idea that they 
controlled the country and that the government of the United 
States was absolutely impotent. He said none denied the right 
of unions to quit work, but that the trouble was when they 
went on strike, “the stand with a club in their hands to pre- 
vent other men taking their places and doing the work which 
they have left.” 

Senator Nelson said he had heard much eloquence in the 
Senate about free speech, but that he had heard little eloquence 
about the liberty of labor—liberty to work for a living. 

“The great menace that confronts the country today is 
not so much interference with freedom of speech as it is inter- 
ference with ability to work and earn an honest living without 
having men stand over you and threaten you,” said he. 

Senator Cummins made the request that the Minnesota 
senator’s remarks be printed apart from his speech. 

“I can readily see how the senator from Iowa is afraid of 
dynamite,” said Senator Nelson. 

“I am not afraid of dynamite,” said Senator Cummins. “The 
senator from Minnesota has made that suggestion several times. 
There is nothing in it. But the question of the strike is not 
pertinent to this particular bill. I am for anti-strike legislation. 
The senator from Minnesota knows that.” 

An amendment offered by Senator Sutherland of West Vir- 
ginia limiting the life of the act to six months from date of 
passage was accepted. 

Senator Kellogg offered an amendment, which was agreed 
to, extending the jurisdiction of the Commission during the 
emergency to “vessels suitable for transportation of coal on 
the inland waters of the United States, which, for such pur- 
pose, shall be subject to the interstate commerce act.” Mr. 
Kellogg said the purpose was to prevent unreasonable prices 
for coal transshipped via the Great Lakes. 

Senator Sutherland offered an amendment ‘providing that 
nothing in the act should be construed as affecting valid exist- 
ing contracts in effect prior to the passage of the act and that 
car service should not be denied to any person or corporation 
because of any prices named in such contracts. 

Senator Kellogg said the amendment would make the whole 
act ineffective and take away the power the Commission now 
has of giving priority for the use of cars. Senator Cummins 
made a similar statement. He said he was not interested in 
carrying out contracts, but that he was interested in furnishing 
coal at a fair price to the people of the country who would 
need coal this winter. No action was taken on the amendment 
September 5. 


An amendment by Senator Reed of Missouri requiring the 
publication of coal prices was rejected. 


After much discussion of the constitutionality of the bill 
and of the amendment offered by Senator Sutherland relating 
to car service for coal under contract prior to the date of pas- 
sage of the act, the Senate rejected the amendment. Senator 
Dial of South Carolina immediately offered a similar amendment 
which would exempt from the provisions of the act coal which 
had been contracted for prior to July 25, 1922. Senator Cummins 
said he hoped the amendment would not prevail. Senator Dial 
asked for a quorum and the failure of a sufficient number of 
senators to answer the roll call resulted in the measure going 
over until September 7. 


“This proposed legislation will very nearly result in ruina- 
tion to the business of the country,” said Senator Dial. “I feel 
that the pending bill is the most radical measure which could 
possibly be enacted into law.” 


Senator Sutherland declared the authors of the bill did not 
dare to go to the extent of framing a bill which provided for the 
fixing of maximum prices, but that they were attempting to do 
that very thing by indirection. 

“They perfectly well know,” said he, “that to carry out the 
purposes which they state this bill is to include, someone must 
fix the maximum prices of coal. Otherwise, how would the 
agents of the Commission exercise the power which this bill 
proposes to give them, that of withholding car service?” 

Senator Reed of Pennsylvania branded the bill as unconsti- 
tutional, utterly impracticable and enforceable. 

“It is proposed that the government shall go into the coal 
business and regulate it from Washington, as if we had for- 
gotten that the one business that we do regulate from Washing- 
ton, railroading, is today probably in a worse condition than 
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any other business,” said Senator Reed. “Its prices to the Citi. 
zens are higher and the service which it renders is worse than 
that of any business which is still left in private hands.” 


Cummins Bill Passed 


The Cummins bill, substituted for the Winslow bill, 
had been passed by the house, was passed by the Senate Sep. 
tember 7 by a vote of 40 to 7. An amendment offered by Senato 
Dial, providing that the bili should not affect coal contracted 
for prior to July 25 at a price not to exceed $2 a ton, was adopted 


which 


‘Senators Cummins, Kellogg and Smith, of South Carolina, wer 


appointed as conferees. It was expected that the conference 
report on the House and Senate bills would be ready for Con- 
sideration some time next week. 


COAL DISTRIBUTION TROUBLES 


The Trafic World Washington Buregy 


As expected when the coal strike came to an end, the 
character of the trouble respecting the fuel supply changed in- 
stantly from production to transportation. In less than a week 
from the time the soft coal mines began producing, reports of 
“car shortage” began coming to the Commission and to the 
American Railway Association. As a matter of fact there was 
no real shortage because the number of surplus cars far ey. 
ceeded the shortages. The trouble was the inability of the rail 
roads to shift the surpluses of cars to the points where the 
need had been shown to exist. Their inability, to a certain ¢. 
tent, resulted from the inability of the motive power to pul 
the cars that had been or could have been loaded. 


The big and early disappointment was the inability of the 
smaller lines to serve the lake ports. Only the Pennsylvania 
and the New York Central appeared to be in condition to keep 
cars loaded with coal going to the ports, and cars loaded with 
ore coming from the ports, in the first week following the end 
of the strike. As a result of the inability of the other roads. 
it was reported that loaded ore boats were accumulating at 
ports other than those served by the systems mentioned. Some 
of those boats were reported as making ready to go to ports 
served by the New York Central and the Pennsylvania. That, 
it was feared, would put a strain of disabling proportions on 
the two systems that appeared to be shuttling their open top 
equipment to and from the lake ports with a high degree of 
certainty and efficiency. 


The total of coal dispatched from the lower to the upper 
lake ports, in the week ended September 2, was disappointing, 
being only in the neighborhood of 200,000 tons instead of the 
400,000 expected. The outlook for the work week beginning 
September 5 was not regarded as at all rosy. 


Some arrangements. were made, before the end of the strike, 
for the transfer of engines from some of the well-supplied east: 
ern roads to the disabled lines serving the lake ports. Little, 
however, was expected to result from the transfer. It was fig 
ured that by the time the additional engines got to the disabled 
roads, they would be in condition needing repairs. In other 
words, the thought was that even bringing in engines from 
other railroads would afford but little, if any relief. because, 
even if no acts of sabotage were committed while they 
were en route, the inherent delicacy of locomotives would make 
them of little value when they got to the roads needing them. 


Resumption of hard coal mining, it was thought, would have 
little effect on the situation either at the lakes or anywhere 
else. Almost any kind of car is suitable for hard coal loading. 
The mines are equipped for loading into box as well as open-top 
cars. While there were no figures on the subiect at either the 
Commission or the American Railway Association, well informed 
men were inclined to the opinion that the average haul of 4 
carload of hard coal, if and when ascertained. would be found 
to be less than that of a carload of soft coal. The average daily 
loading of hard coal will not run much above 26.000 cars. Just 
before the strike was begun last spring. the daily loading had 
zone up to 40,000 plus. The loading in Sepvtember, October and 
the early part of November runs from 31,000 to 42,000 cars, the 
— mentioned figure being one attained in 1918 and again 10 


The thought at the beginning of the week following labor 
day was that the production of soft coal would not exceed 
much, if at all, that of the preceding week. The belief was that 
the railroads would not be able to increase their transportation 
of coal unless and until they exercised the right given in the 
Commission’s service orders to set aside freight other than coal, 
so as to get the fuel moved. Embargoes against freight othe! 
than coal were not being reported in unusual numbers at the 
time this was written. In other words, the railroads were nd 
officially and formally admitting their inability to haul a!l freight. 
practically as and when offered. In the event any should de- 
cline to admit disability, the Commission could reauire the 
to do so, even to the extent of itself pointing out what freight 
should be declined and what freight already accepted should 
be put on hold tracks. 
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SERVICE ORDER MODIFICATION 
The Trafic World Washington Bureau 


The Commission has granted a hearing to the National As- 
sociation of Sand and Gravel Producers, September 21, in Wash- 
ington, on its petition for a modification of the service orders so 
that, after coal for Class 1 and Class 2 priorities have been 
provided, open top cars May be available for all users of such 
equipment, without priority in transportation for coal for non- 
essential uses, that coal cars may be available for loading with 
sand and gravel on the return movement to the mines on routes 
not materially out of line and not beyond the mines, and that an 
embargo be placed against all consignees failing to unload open 
(ops in twenty-four hours after placement. 

In explanation of the Commission’s fifth amendment to 
service Order No. 23 (Traffic World, September 2, p. 501), Com- 
missioner Aitchison, chairman of division 5, the one that han- 
dies car Service matters, wrote to R. C. Marshall, general man- 
ager of the Associated General Contractors of America, as 
follows : 


Referring to petition filed by you on behalf of the Associated 
General Contractors of America for modification of Service Order 
No. 28, and on which Division 5 accorded you a hearing August 
26th: 

, There is enclosed for your informaion copy of Amendment 5 
to Service Order No. 23, entered today, effective at midnight Sep- 
tember 3, which permits of the use of open top cars, 42 inches 
or less in height, for the movement of commodities other than 
coal Under Service Order No. 23 approximately 62,000 open-top 
cars, less than 36 inches in height, were exempted from being 
preferentially loaded with coal. Amendment 5 will release ap- 
proximately 34,000 additional open-top cars from this preferential 
loading, which we feel will, to a considerable extent, relieve the 
interests you. represent, as well as others primarily dependent 
upon the use of open-top cars, for the movement of their com- 
modities. : 

This action on our part should not be taken as our final word on 
this subject, but with the present and necessary demands for coal, 
itis not felt that we can consistently go further at this time. We 
will continue, as we have in the past, to keep in daily touch with 
the situation and as soon as we feel that the situation warrants 
action will be taken to relax our service order. We will be glad, 
inthe meantime, if you will keep us informed of the general situa- 
tion and of any exigencies which might require special attention. 


LAKE COAL PLANS 
The Trafic World Washington Bureau 


Details of the new program adopted for the expedition of 
ihe movement of coal to the upper lakes region was given in the 
following circular issued August 31 by the Federal Fuel Dis- 
tributor. 


Amendment No. 4 to Service Order No. 23 of the Interstate Com- 
merce Commission transfer Lake Coal from Class 3 to Class 2 and 
covers all bituminous coal consigned to a pool, or pools, of Lake cargo, 
or bunkerage coal, at any port on Lake Erie for trans-shipment by 
water to ports above Lake Erie. Pool coal will be consigned to the 
Ore & Coal Exchange at Lake Erie port, but under the rules of the Ore 
& Coal Exchange, may not be so consigned until a permit has been 
issued by the Ore & Coal Exchange admitting the coal to the pools. 

It is expected that since lake coal is in class 2 priority of Amend- 
ment No. 4 to Service Order No. 23 transportation will be available 
to move a large part of the coal purchased by lake forwarders. How- 
ever, if, due to short car supply or other causes, the coal under pur- 
chase to the lakes is not forthcoming under Class 2 priority in quan- 
tities sufficient to meet the lake program it is expected that imme- 
diate steps will be taken to protect the deficiency in such movement. 
This deficiency protection will be effected by advancing from Class 
2 into Class 1 enough of the lake tonnage purchased to produce the 
total tonnage which has been allotted for each week. 

When it is ascertained by the joint representative of the Inter- 
state Commerce Commission and the Federal Fuel distributor at 
Cleveland how much additional coal it is necessary to move to lake 
under Class 1 priority in any given week, requests should be made 
by the lake forwarders through the Ore & Coal Exchange, properly 
supported by evidence of the purchase of the coal for the issuance of 
permits by the representative of the Interstate Commerce Commission 
at Cleveland to grant Class 1 priority for specific operations in suf- 
cient amount to bring the total movement up to the desired amount 
within the current capacity of the carriers and the Lake Erie docks 
to handle. Coal shipped- under such permits must be shipped within 
10 days from date thereof. 


TRAFFIC HANDLING PLANS 


The Trafic World Washington Bureau 


Superintendents of many of the important railroads east of 

€ Missouri River met in Washington the last of August and 
first of September for conferences on plans for the handling 
of the largely increased tonnage the end of the coal strike had 
but in sight. The problems before them were of helping out 
each other by the lending of engines and the diversion of traffic 
* as to avoid congested gateways or divisions on which the 
— had left the motive power farther below par than on 
‘a Conditions on nearly every railroad were known to the 
Cepnttendents of practically all other railroads by reason of 
a espondence, but by personal conferences, it was known from 
Periences in 1919 and 1920, they could be more readily im- 


— Therefore, the superintendents came to Washington 
met in the assembly room of the car service division of the 
merican Railway Association. 


© conference was intended for more dealing with condi- 
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tions expected to arise about the middle than in the earlier part 
of September. No great difficulties were expected prior to the 
middle of the month. After the middle it was taken for granted 
there would be trouble, because, by that time the crops would be 
moving in heavy volume as well as coal. While Service Orders 
Nos. 22, 23 and 24 permit the railroads to do about anything they 


desire in the way of re-routing and setting aside non-preference 


freight, there was need for personal understandings between the 
superintendents of transportation as to what might be expected 
from each road in the way of helping out some other road. It 
takes the consent of at- least one, and frequently two or three 
roads, before a given road can divert freight from its own rails 
to the rails of less burdened carriers. Face to face conferences 
were necessary to make provision against the time when the 
peak of the load would be here, hence the meeting. 

Railroad presidents, prior to the time. of the conference of 
superintendents, had been lending a few engines to each other. 
There were, at the time the conference met, according to report 
by the Association of Railway Executives, about 5,000 engines 
in reserve. The superintendents of transportation, it was felt, 
could make plans for distributing the reserve, by personal con- 
tact, better than by means of correspondence. Engine lending, 
however, is not generally planned because the chief need in 
regard to them is men to repair them. 

It was frankly admitted by the transportation men that, 
while the number of shopmen returning to work was larger than 
ever, there would be a heavy strain on the transportation 
machine about the middle of September and that, in the interest 
of themselves as well as the interest of the public they had 
better talk about how to meet the strain, at the beginning of 
September than to wait until it was upon the railroads. 


COAL PRODUCTION REPORT 


“Soft coal production shot upward almost as suddenly as 
five months ago it had plunged downward, when district after 
district, accepted the Cleveland wage agreement and resumed 
work,” the Geological Survey said in its current coal produc- 
tion report. “Late returns for last week (August 21-26) indicate 
an output of 6,700,000 tons of bituminous coal and the present 
week (August 28-September 2) will show 9,200,000 or possibly 
9,700,000 tons. The anthracite mines, however, are still idle.” 

Continuing, the Survey said in part: 





Following a sharp increase on Friday and Saturday of last week. 
as coal began to flow in volume from the mines of Illinois and Indiana, 
the present week opened with loadings of 30,054 cars on Monday. A 
decline to approximately 28,000 cars on Tuesday and Wednesday 
marked the first tightening of car supply. On Thursday additional 
shipments began from Western Pennsylvania, and loading reached 
29,027 cars. The non-union districts of the Middle and Southern 
Appalachians are still limited by railroad disability and in spite of a 
slight increase in car supply are producing only 65 per cent of the 
rate attained before the shopmen’s strike. 

In fact, complaints of lack of cars have already been received 
from the union districts of Eastern Ohio and Northern West Virginia. 
The limiting factor in production of bituminous coal has thus changed 
over night. A week ago it was the supply of mine labor; today it is 
transportation. The first response of the railroads to the demand 
for more service has been favorable, partly because they had a 
surplus of 112,000 empty coal cars when the union mines resumed 
work. Whether the roads can maintain the present rate of coal 
movement when the surplus of cars is exhausted remains to be seen. 

Shipments of bituminous coal through Hampton Roads decreased 
in volume during the week ended August 26. Dumpings for the week 
of August 26 totaled 310,593 net tons, as against 334,974 tons the 
week before. Cargo coal for New England increased whereas coal 
for other coastwise destinations, for export, and bunker decreased. 

The result of the Federal Fuel Distributor’s order was a great 
increase in soft coal loaded into vessels at Lake Erie ports during 
the week ended August 27. According to reports from the Ore and 
Coal Exchange, a total of 258,598 tons was dumped as against 176,640 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
‘minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. THE TRAFFIC 
WORLD, 418 South Market Street, Chicago, Ill. 














ATTENTION MANUFACTURERS—Traffic Manager, having rail- 
road Interstate Commerce Commission, legal and organization ex- 
perience, desires greater opportunities. State and Interstate formal 
cases handled. Now empl,ycd. kxcellent reterences. Address A. S. 
M. 475, Traffic World, Chicago. 





POSITION WANTED—This is your chance to secure services of 
qualified traffic man with nine years’ experience. Am employed but 





wish to make change where prospects are better for future. LaSalle 
graduate. Address Y. M. A. 471, Traffic World, Chicago. 
POSITION WANTED—Traffic Manager, twelve years’ railroad- 


industrial experience, thorough knowledge of rates, claims, routing, 
— arrangements, etc. Address U. E. L. 469, Traffic World, 
icago. 





TRAFFIC MANAGER—Desires connection with reliable concern. 
Fruit and Produce. Twelve years’ as claim adjuster Perishable claims 
with railroads. Know the game thoroughly. References. Thirty-six 
years’ old. Married. Box 473, Traffic World, Chicago. 
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tons in the week preceding. Of the total 229,770 were cargo coal 
and 28,828 were vessel fuel. The present rate of dumpings is 33 per 
cent of that in the corresponding week a year ago. 

The total quantity of cargo coal forwarded during the present 
lake season now stands at 4,904,994 tons but of this 883,659 tons has 
gone to destinations not ordinarily taking Lake cval. The quantity 
sent to the regular Lake markets is only 4,021,335 tons as against 
16,150,110 in 1921 and 10,927,994 in 1920. 

A steady increase in dumpings has continued during the present 
week (August 28-September 2). The tonnage dumped on Monday, 
Tuesday and Wednesday was 74 per cent greater than on the corres- 
ponding days last week. 

The all-rail movement of coal to New England through the six 
principal gateways over the Hudson River increased to 917 cars of 
bituminous coal and 226 cars of anthracite during the fourth week of 
August. In addition to this movement, eight cars of bituminous coal 
and one car of anthracite were forwarded through Rouses’ Point. 
The total all-rail forwardings this year to August 26 amounted to 
110,632 cars divided as follows: 50,560 cars of anthracite and 58,553 of 
bituminous coal through the principal gateways; 223 cars of an- 
thracite and 1,296 of bituminous coal through Rouses’ Point. 


COAL LOADINGS 


Loadings of coal totaled 28,153 cars on Tuesday, August 29, 
according to the Association of Railway Executives. 

This was a reduction of 1,901 cars compared with last Mon- 
day, on which day, however, loadings are always heavier owing 
to the accumulation of empty cars over Sunday. 

Increases in coal loadings, compared with the preceding 
day, were reported in the Eastern Allegheny, Northwestern and 
Centralwestern districts, but decreases in the Pocahontas, South- 
ern and Southwestern districts. 

Except in the Centralwestern district, coal loadings on Tues- 
day showed a substantial increase over the average daily loading 
in August last year. All districts, except the Pocahontas, also 
reported much heavier coal loadings on last Tuesday than the 
average daily loadings during last June when there were no rail- 
road labor troubles. 


Loadings by districts on last Monday and Tuesday follow: 








Districts: August 28 August 29 
SIE” cn.b cau siaveces. sosetes cevieon aug’ 4,052 cars 4,381 cars 
I i cfalni ola. p-acutpelnue ¢aclele cumarataaeee 8,702 cars 8,841 cars 
Te ee 5,785 cars 3,819 cars 
I as ne 68a Gino « wu, Oe oni coe ee anes 5,228 cars 4,617 cars 
CD, ero oe¥.cs0 cbc voce wcceecees 922 cars 1,050 cars 
OD. Siu s 5:6 a6 oes dhs shee wecewere 3,968 cars 4,057 cars 
IIE, © taeie dc cnchnesnevweneme 1,397 cars 1,388 cars 

WEEE: a kvseesaeaas Convkdeccetenb eeees 30,054 cars 28,153 cars 


Coal loadings totaled 26,826 cars Friday, September 1. This 
was a reduction of 2,201 cars compared with the preceding day. 
It was, however, 2,269 cars in excess of the average daily load- 
ings for September last year, and 9,763 cars above the average 
daily loadings for August this year. The Eastern and North- 
western districts reported increases in the number of cars 
loaded with coal on Friday over the previous day, but small 
reductions were reported in coal loadings in the other districts 
compared with the day before. 

A total of 167,428 cars were loaded with coal the week 
ending September 2, according to reports from the rail carriers 
received by the Association of Railway Executives. This was 
the largest number of cars loaded during any one week since 
the strike of miners began on April 1 last and also exceeded the 
preceding week by 49,616 cars. 

On the basis of the number of cars loaded with coal, produc- 
tion last week amounted to approximately 9,250,000 tons. 

Coal loadings on Saturday, September 2, totaled 25,157 cars. 
This was a decrease of 1,669 cars under the preceding day. Load- 
ings on Saturday, however, are generally less than on other week 
days owing to a short day being observed at most mines. Coal 
shipments last Saturday, however, exceeded the daily average 
in September last year by 600 cars, and the daily average in 
August this year by 8,094 cars. 


LUMBER MOVEMENT DECLINES 


“Reports received by telegraph from all the regional soft- 
wood lumber manufacturing associations of the country by the 
National Lumber Manufacturers Association, reflects the cumu- 
Jative effects of the coal and railway strikes, which are expected 
to continue to influence the lumber movement for some time 
after their settlement,’ the association said in a statement. 
“Orders for lumber show a noticeable decrease from those of the 
previous week, production also fell off and shipments barely held 
their own. Nevertheless the lumber industry continues to hold 
a decided margin of increased activity over this time last year. 

“With respect to the normal production for the week ending 
August 26 of the five larger associations, that being 214,594,097 
feet, the actual cut was 100 per cent, shipments 88 per cent and 
orders 92 per cent. For all the eight regional associations report- 
ing weekly, shipments were 89 and orders 91 per cent of pro- 
duction. 

“Total production for the week by 375 mills was 236,485,952 
feet; shipments, 210,551,595; orders, 214,778,959; the respective 
decreases being, 4,722,445 feet, 369,423 and 13,204,602, from the 
figures of the 388 mills reporting the preceding week. As com- 
pared with the corresponding week of 1921 production advanced 
by 61,294,848 feet, shipments by 37,539,042 and orders by 27,- 
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817,992. Those advances do not, however, maintain the margin 
of increase for the year as a whole, or come up to expectations 
for August, as based on the usual ratio of that to other months” 


CONDITION AND LOCATION OF CARS 


Revenue freight cars in bad order as of August 15 totaled 
335,575, or 14.8 per cent of the total on line, as against 15.3 per 
cent in bad order as of August 1, according to the semi-monthly 
statement of the car service division of the American Railway 
Association. The report stated that previous figures were used 
by six roads. 

By classes of equipment the report showed the following ag 
to the number of bad order cars: Box, 154,981, or 15 per cent, 
as against 15.6 per cent on August 1; refrigerator, 8,624, or 15 
per cent, as against 15 per cent on August 1; gondola, 145,011, 
or 15.2 per cent, as against 15.6 per cent on August 1; stock, 
10,648, or 13.2 per cent, as against 13.9 per cent on August 1; 
flat, 12,670, or 13.4 per cent, as against 13.8 per cent on August], 

The figures reflect an improvement in the condition of 
freight cars on August 15 over August 1 when the shopmen’s 
strike had been in effect one month. 

The per cent of home cars on home roads was 61.5 on Au- 
gust 15. By classes of equipment the percentages were as fol- 
lows: Box, 47.1; refrigerator, 70.6; gondola, 72.2; stock, 74.38; 
flat, 72.9. 


In a statement relative to the report of bad order cars as of 
August 15 the Association of Railway Executives said: 


The carriers in four (Eastern, Allegheny, Southern and Central- 
Wetsern) out of the seven districts, under which they are grouped 
by the Interstate Commerce Commission, reported reductions in the 
number of cars in need of repairs on August 15, compared with 
August 1, while there were slight increases reported in the other 
three districts. 

Despite the shopmen’s strike, there was a decrease of 2,394 bad 
order cars in the Eastern district on August 15, compared with July 1. 
The total for that district on August 15 was 106,181 or 17.9 per cent 
of the cars on line in that district, while on July 1 it was 108,575 
cars or 18.3 per cent. The Southern and Central-Western districts 
had only slight increases on August 15, compared with July 1. Small 
increases were reported in the other districts. 

The number of bad order cars and percentage of bad order cars 
to cars on line on August 15, compared with July 1, follows: 











Aug. 15, July 1, 

Districts. Cars. Per cent. Cars. Fer cent. 
Ce eee 17,9 108,575 18.3 
Allegheny 13,4 59,973 12.6 
Pocahontas 13.4 10,694 10.7 
Southern 17.2 50,953 17.8 
PEGE IETE osc crecieciccs ereees 44,231 48,7 39,055 12.3 
COPEPAI—WEBTCTD © 656.0 occ ce ciccesic 35,700 11.2 35,754 10.7 
ey a eer 21,746 13.1 19,579 12.4 
NO ost tan ahi sain eatoras 335,575 14.8 324,583 14.3 

The number of bad order cars and percentage on August 1 follows: 

Districts. Sars. Per cent. 
Rae A SP ge ire etree POP Se SN Coy a Te 18.4 
ER re Cee ere ee 13.6 
I, Sood Sista grecrarcioraie o eo ace bee Olele ae wb ame eae 13.0 
IO ora cg 3 cain boars Scacacqnet hue pia eS Se a ea eeree oe nlale Ost e = 18.6 
EY, ino hccecunicentaticects }euav reas unwe 13.3 
Central-Western 12.7 
PURINES, 5 ce Sac oee oorie en viccip While uclomiettedenemane 13.1 
WE oe So care lie eae te Oe we rentine saa 15.3 





CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order is 
declining rapidly and the shortage is increasing. In the period 
August 15-23, the surplus totaled 120,961 cars, a decrease of 
19,292 cars, as compared with the period August 8-15, according 
to the report of the car service division of the American Rail- 
way Association. The average daily shortage jumped to 43,519 
in the period August 15-23, as compared with 37,172 in the 
period August 8-15. ; 

The demand for coal cars cut down the surplus materially. 
The surplus coal cars in the period August 8-15, totaled 111, 
521. This dropped to 96,405 in the following period. 

The surplus was made up as follows: Box, 7,559; vel 
tilated box, 359; auto and furniture, 319; total box, 8,237; flat, 
1,512; gondola, 36,489; hopper, 59,916; all coal, 96,405; coke, 
2,908; S. D. stock, 4,004; D. D. stock, 676; refrigerator, 5,246; 
tank, 369; miscellaneous, 1,604; total, 120,961. 

The shortage was made up as follows: Box, 27,195; vel 
tilated box, 476; auto and furniture, 965; total box, 28,636; 
flat, 2,581; gondola, 6,229; hopper, 1,946; all coal, 8,175; coke, 
56; S. D. stock, 2,586; D. D. stock, 337; refrigerator, 622; ml* 
cellaneous, 526; total, 43,519. 


FRUIT AND VEGETABLE SHIPMENTS 

The carlot movement of 14 important lines of fruits and 
vegetables, for the week ending Aug. 26, was 15,495 cars coir 
pared with 13,651 the preceding week, according to the Depart: 
ment of Agriculture. The heaviest gains were in shipments of 
potatoes, pears, grapes, and cantaloupes, while movement of 
apples, lettuce, peaches, mixed vegetables, and watermelons de- 
creased. The season’s shipments to date for these lines have 
filled 251,707 cars and exceeded last season’s movement to the 
same date by about 31,000 cars 
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Terminal Warehouse & Forwarding Co. 


HOUSTON, TEXAS 








View showing relationship of ship, wharf, and 
shipside warehouse. 





Houston as a distributing center for water shipments into 
and out of the State of Texas furnishes unique and effi- 
cient service by means of our shipside warehouse. 














150,000 sq. ft. of storage space. Reinforced concrete 
throughout. Equipped with automatic sprinkler system. 
Floor level 35 ft. above mean low tide. Trackage capacity 
72 cars. 





Electric conveyors handle merchandise to and from ship- 
side at the rate of over 100 tons per hour, no charge 
being made for service other than the ordinary handling 
charges applying in any interior warehouse. 


Lowest insurance rates. Safe from fire and storm. 








Import and export shipments handled free or bonded. 












At our wharf, in addition to special calls of vessels with 
cargo for the warehouse, the following steamships berth 
on regular schedule: 

Southern Steamship Co..........Philadelphia—Houston 
SE, ctcceeseeawecss ..Mexican Ports—Houston 


Mississippi-Warrior, Gulf States S.S. Co., New Orleans 
and interior river points to Houston 


Pacific Caribbean and Gulf S.S. Co., Pacific Ports—Houston 
Luckenbach Line .............-.. Pacific Ports—Houston 










Berthing space available for any ship handling cargo 
through warehouse 






If you are in any of the territories served by the above 
steamship lines, consider the tremendous advantage of 
storing your commodities at shipside Houston, without 
extra charges for distributing. 


Let us handle some shipments for you to demenstrate 
the saving. 


TERMINAL WAREHOUSE & FORWARDING CO. 


HOUSTON, TEXAS 
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STATISTICS 


What do they mean? 


They reflect the net results without explanations, 
excuses or arguments. 


But what do the Statistics of the Port of Houston 
show ? 


First Eight months of 1921, 370 Arrivals and De- 
partures, carrying 631,514 Tons of Freight. 


Compare the above with the first Eight months of 
1922, 586 Arrivals and Departures, carrying 1,095,- 
134 Tons of Freight. 


An increase of 73% in Tonnage and 58% in Ar- 
rivals and Departures, is it not? 


Why has Tonnage at Port Houston continued to 
increase? 


Because Houston’s public wharfage facilities are 
modern and are the best fireproof construction de- 


signed to give quick service to both ships and 
shippers, 


Port charges are reasonable. No dockage is charged 
against ships except for idle time. Wharfage is 
charged according to tariff, which may be obtained 


by application to the City ‘of Houston, Harbor De- 
partment. 


Mr. Traffic Man, why not investigate and ask us 
some questions? 


Address inquiries to 


THE DIRECTOR OF THE PORT 


Room 207, City Hall Houston, Texas 
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Loss and Damage Decisions | 
Cases Recently Decided by State and Federal Courts 

(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. i 

Copyright by West Publishing Co.) | 

> ae & 





LOSS OF OR INJURY TO GOODS 


On Proof of Delivery in Good Condition to First Carrier, Pre- 
sumption Arises that Goods Were Received in Good Condi- 
tion by Final Carrier: 

(Supreme Court of Appeals of Virginia.) Notwithstanding 
the Carmack amendment (U. S. Comp. St., sec. 8604a, 8604aa), 
making the initial carrier liable for damage to shipments, where 
goods are delivered to an initial carrier in good condition, a 
presumption arises that they were in like good condition when 
received by a delivering carrier, which is liable on delivering 
the goods in bad condition.—Southern Ry. Co. vs. Russell, 112 
S. E. Rep. 700. 

Statute Relating to Use of Affidavit of Consignor of Shipment 
as to Its Condition When Shipped Held to Apply Where 
Amount Involved Did Not Exceed $300: 

In an action by shipper against a delivering carrier for 
damages to goods, in which a judgment in a civil justice’s court 
was rendered Aug. 20, 1919, before the Code of 1919 took effect, 
and an appeal was taken to a law and equity court, in which 
a verdict was rendered April 15, 1920, after the code took effect, 
in view of Code 1919, sec. 6568, providing that enactments of 
the session of 1918, as far as they vary from or conflict with the 
code, are deemed to be subsequent thereto, where Acts 1914, c. 250, 
authorizing the use of an affidavit of a consignor of a shipment in 
an action against a delivering carrier was carried into the code, 
omitting the clause with reference to the affidavit, the rights 
and liabilities of the parties to the action were determined by 
Acts 1918, c. 291, authorizing the use of such affidavit where 
the amount involved did not exceed $300.—Ibid. 

Title of Original Act Relating to Adjustment of Claims for 
Damage to Freight or for Demurrage Held Broad Enough 
to Cover Amendment Made by Subsequent Act as to Affi- 
davit by Consignor: ‘ 

The tile of Acts 1808, c. 116, “An act to regulate the time 
and manner in which common carriers doing business in this 
state shall adjust and pay freight charges, and claims for loss 
or damage to freight and claims for storage, demurrage and 
car service,” is broad enough to cover section 3, added by Acts 
1918, c. 291, sec. 3, amending Acts 1914, c. 250, amending the 
prior act, and sec. 3 of which allows an affidavit of the 2on- 
signor as to the condition of the goods when consigned to be 
used in evidence against a carrier, and hence the act of 1918 
does not violate Const. 1902, sec. 52, as to expressing the subject 
in title.—Ibid. 

Amendatory Act Not Unconstitutional as Not Expressing Subject 
in Title if Title of Original Act Sufficient to Embrace the 
Provisions of Amendatory Act: 

In considering whether an amendatory act violates Const. 
1902, sec. 52, as to expressing the subject in the title, if the 
title of an original act is sufficient to embrace matters covered 
by an amendatory act, the latter is valid, regardless of failure 
of its title to express matters contained therein.—lIbid. 

Words and Phrases—“Regulate” Defined: 

To “regulate” is to fix or control the manner in which a 
thing is to be done; to prescribe a rule or method for doing it. 
It is comprehensive enough to cover the exercise of authority 
over the whole subject to be regulated (4 Words and Phrases, 
First and Second Series, Regulate) .—lIbid. 

Measure of Damages Market Value at Place of Conversion: 
(Supreme Court of Alabama.) Generally, the measure of 

damages for conversion is the market value of the property 

at the place of conversion, or, if there is no market at 
such place, the value at the nearest market—Zimmern vs. 

Southern Ry. Co., 92 So. Rep. 437. 

Measure of Damages for Conversion of Goods in Course of Trans- 
portation Stated: 

Where goods were converted by a carrier in the course of 
transportation to a profitable market at the time of conversion 
where they would arrive in the usual course of things, the 
measure of damages is the market value less freight at the point 
of destination.—Ibid. 

Refusal to Permit Witness Who Has Tesified as to Market 
Price to State as to Whether He Knew Whether the Goods 
Could Be Obtained for Less than Such Price Held Not Error: 
In shipper’s action against railroad for conversion of coal 

during transportation, where witness had testified to the market 

price of coal at the point of destination at the time in question, 
refusal to permit him to state as to whether or not he knew 
whether coal of the particular character could be obtained at 


such place for less than amount so stated as the market price 
held not error.—Ibid. 
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In Action for Conversion of Goods Where There Was Market 
Price at Point of Destination, Admission of Evidence as to 
Market Price at Other Points Held Error: 

In shipper’s action against railroad for conversion of coal 
during transportation in which the evidence showed that the 
coal had a market value at the point of destination, admission 


of testimony as to the market price of coal at other places held 
error.—lIbid. 


In Action for Conversion During Transportation, Admission of 
Market Price at Points Other than Place of Destination Heid 
Reversible Error: 

In action for conversion of coal by railroad during trans. 
portation, in which there was evidence that the coal had qa 
market value at the point of destination, the admission of tes- 
timony as to the market price of coal at other points held 
reversible error, notwithstanding subsequent testimony of plain- 
tiff that the market value at such other points and the point of 
destination was the same.—Ibid. 


CARRIAGE OF LIVE STOCK 


When Only Question of Law Presented to Court of Appeal, Case 


Reviewable by Supreme Court, Though Evidence Not Re. 
duced to Writing: 


(Supreme Court of Louisiana.) That a case was tried de 
novo in the Court of Appeal and that the evidence was not 
reduced to writing, does not prevent review by the Supreme 
Court, where defendant admitted the truth of plaintiff’s allega- 
tions, and the only question before the Court of Appeal was 
the question of law whether the facts alleged warranted the 
judgment rendered.—C. H. Rice & Son vs. Payne, Agent, In re 
Yazoo & M. V. R. Co., 92 So. Rep. 395. 


Cases Tried in Court of Appeal on Question of Fact Should Not 

Be Brought to Supreme Court: 

Cases tried by the Court of Appeal on a question of fact 
should not be brought to the Supreme Court for review, even 
though the evidence be in the record.—Ibid. 

Liable to Commission Merchant for Commission on Cattle 

Erroneously Delivered to Another Commission Merchant: 

A carrier negligently delivering a shipment of cattle con- 
signed to a commission merchant for sale to one of his com- 
petitors in business, who sold the cattle and retained the com- 
mission, was liable to the consignee for the loss of his com- 


mission, which he had virtually earned and would have received 
but for its negligence.—Ibid. 


Value of Shipment to Consignee Is Test of Liability for Neg- 
ligence: 

When freight has been received by a carrier for shipment, it 
becomes the property of the consignee or holder of the bill of 
lading, and its value to him is the test of liability of the railroad 
company for negligence in case of misdelivery and, though the 
bill of lading be not regarded technically as a stipulation pour 
autrui, the carrier is bound not to cause loss to the consignee 
by its negligence.—Ibid. 

Liable for Negligence of Employes: 

Under the doctrine of respondeat superior, a corporation is 
no less liable for an injury resulting from negligence than for 
an injury resulting from wilful wrongdoing on the part of its 
employes in the course of their employment.—Ibid. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
| (Digests taken from Reporters and Digests of National Reporter 


& 


System, Published by West Publishing Co., St. Paul, Minn 
Copyright by West Publishing Co.) 





Quotation of Rate for Transportation by Barges and Shipper’s 
Acceptance Held to Make a Binding Contract: 


(Supreme Court of Alabama.) Where Director-General of 
Railroads in letter to shipper of coal quoted certain rate for 
transportation of specified amount of coal by barges between 
two points, and the shipper by letter to railroad stated that 
rate so quoted was satisfactory, and that the railroad would 
be advised in due time when shipper would be ready for its 
barges, there was a complete contract requiring the railroad 
to furnish the barges, though shipper inquired in its letter a 
to the through rate from the mine to the point of destination 
involving transportation by rail to point where coal was to be 
loaded on barges, such inquiry not constituting a counter offer 
as a rejection of the original offer, since the rate by rail was 
fixed by law, and the only proper subject of special contract 
being the transportation of the coal. by the barges.—Payne, Di- 
rector-General, vs. Zimmern, 92 So. Rep. 433. 


Performance of Contract to Furnish Barges Within a Reason 
able Time Implied in Absence of Stipulation Fixing Time: 
Where a contract to furnish barges for the transpcrtation 

of coal did not fix the time within which the service was t0 
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OF THE 
GULF & sur ISLAND R. R. \ 3 
GULFPORT & MISSISSIPPI COAST TRAC. CO \ \ 
Tom 


‘ANG CONNEC 1S. Ps 7 \ - \ 
G USL F OF ME -X2 1206-0 A neh SSE 


Gulf and Ship Island 


RAILROAD 


Route Between 


The SOUTHWEST 
and SOUTHEAST 


The GULF AND SHIP ISLAND RAIL- 
ROAD, as shown by the accompanying map, 
forms a link between the ALABAMA AND 
VICKSBURG RAILWAY and THE LOUIS- 
VILLE AND NASHVILLE RAILWAY, for 
a broader use of the old established VICKS- 
BURG gateway in the movement of traffic 
between the Southwest and Southeast. 


A dependable fast through freight service is 
maintained in both directions. 


A TELEGRAPHIC RECORD of through 
traffic routed via the Gulf and Ship Island is 
furnished shippers and consignees. 


H. H. SCHUTT, General Agent 
Porter Building, Memphis, Tenn. 


W. P. WITHERS, General Agent 
Great Southern Life Bldg., Dallas, Texas 


W. H. L. NELMS, General Agent 
Moore Building, Atlanta, Ga. 





THE TRAFFIC WORLD 


™ CUGOUTH 
~~ 2 ku at 
-, CAROLINA 
5 » p ie “| 
? Denmark 


yt 
cst 
— 














Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 


American-Hawaiian S.S. Co. 
INTERCOASTAL SERVICE 
To Los Angeles, San Francisco, Portland, Seattle, 












Tacoma 
NEW ny ORK—THURSDAYS BOSTON—SATURDAYS 
hr Sep 4 oo wae 50-08 ept. 
CALIFORNIAN vod Sent, 2 CALIFORNIAN Sede Sept. 16 
PANAMAN ......... Sept. 33 PANAMAN ......... Sept. 23 
its, .easennate PENNSYLVANIAN . eo 30 
GEORGIAN ......... Sept. 9 BALTIMORE 
SUNIL sh occ caiecesial Sept. 16 NEVADAN .......... Sept. 16 
NEVADAN ......... Sept. 23 AMERICAN ........ Sept. 30 
Joe dan 5 NEBRASKAN ....... 


NEW ORLEANS 
GRU OE caweisicccesce Sept. 23 MYSTIC ............ Sept. 30 
A STEAMER ......... . A’ STEAMER ........ 


PACIFIC COAST TO EUROPE 


U. 8. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 

























































Joint Services with 
Hamburg-American Line 
NEW YORK TO HAMBURG 


ee eee er ee ere 

SO hk of Ae eee % 
E25. oss ee ae ne's: abe wiaereeeiee ae Sept. 19 
SI, | Sctarbina ip. ob tli.o cb ere aibleaiewiaine sown Veekwasie Sept. 21 
Oe a rare ere Sept. 28 
ic Ec tiniineiasteencemmimemutianan ee ensiseg Oct. 3 


* Carries third-class passengers. 
+ Cabin and third-class passengers. 
¢ First, second, third-class passengers. 
PHILADELPHIA TO BREMEN AND HAMBURG 
8.8. STEIGERWALD (via Baltimore, to Hamburg only) — 16 
S.S. A STEAMER (via Baltimore) Oct. 18 
BOSTON TO BREMEN AND HAMBURG 
S.S. CALLISTO (via Baltimore and Norfolk) 
S.S. LIGURIA (via Baltimore and Norfolk) 


RALTIMORE TO BREMEN AND HAMBURG 


) 

e° 
ee 
wet 


S.S. STEIGERWALD (to Hamburg only).............. Sept. 23 
BB, CARA ‘0000 DOTERTE) i. occccccvccccccccsccces Oct. 10 
SE mw ARERR SR eS eee Oct. 25 
6.5. GIGURIA (via Norfolk) 2... .cccccccscccscccsccese Nov. 8 


NORFOLK AND NEWPORT NEWS TO BREMEN 


AND HAMBURG 
8.8. CALLISTO 
8.8. LIGURIA 


NEW ORLEANS TO BREMEN AND HAMBURG 
le oot icc cccdetossennasetees deeaeees Early Oct. 
Ge FD on. dS Wiiblee obs wie cnsevewss<dine Late Oct. 
Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 






U. S. Government Ships 
NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 


Samarang, Soerabaya 
i SI a irne. 00s saeco vant seeeeseu doetee pened Sept. 15 
ee EE. 04.0 5¥.c:bb.vewgnlcew hana becalenduvetersoes Oct. 16 


Steamers take cargo for Tunis, Alexandria and Syrian Ports. 








General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 


WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street Phone Wabash 4891 


BRANCH OFFICES: 


Baltimore, Maryland Casualty Bldg............ Phone Plaza 7330 
Boston, 40 Central Street................ Phone Congress 3084 
Cleveland, 242 The Arcade..........eseeeeeee0- Phone Main 2150 
Philadelphia, Bourse Bldg...............++. Phone Lombard 7050 
Pittsburgh, Oliver Bldg...........c.eeeeee08. Phone Grant 7431-2 
} Rochester, Commerce Bldg..............++++: Phone Main 7150 





GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisco 
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be performed, the law contemplates performance within a rea- 

sonable time.—lIbid. 

Carrier Contracting to Transport Coal from Mobile Without 
Specifying Place of Loading Was Required to Take Cargo 
at Any Reasonable Place in the Harbor: 

Where a contract to transport specified amount of coal by 
barges from Mobile to specified point did not specify the place 
for loading, it was the carrier’s duty to take the cargo at any 
reasonable accessible place in the harbor of Mobile that might 
be designated by the shipper.—lIbid. 

Director-General Subject to Act to Regulate Commerce: 

The Director-General of Railroads was subject to the act 
to regulate commerce (U. S. Comp. St., sec. 8563 et seq.), and 
all the rules and regulations of the Interstate Commerce Com- 
mission, except in so far as inconsistent with the federal con- 
trol act (U. S. Comp. St. 1918, U. S. Comp. St. Ann. Supp. 1919, 
3115%4,a-3115% p).—Ibid. 

Federal Manager Appointed by Director-General of Railroads 
Held Authorized to Make Contract for Transportation of 
Specified Amount of Coal by Barges: 

Under federal control act, sec. 6 (U. S. Comp. St. 1918, 
U. S. Comp. St. Ann. Supp. 1919, sec. 31153%4,f), and general order 
of the Director-General of Railroads No. 35, appointing a federal 
manager of Mississippi and Warrior waterways for the United 
States Railroad Administration to have charge of the construc- 
tion and acquisition of equipment for use upon the Warrior 
River between the Alabama coal fields and Mobile and upon 
the Mississippi Sound and connecting waters between Mobile 
and New Orleans, the federal manager so appointed had author- 
ity to make contract for the transportation of coal from Mobile 
to Fort Morgan by barges.—Ibid. 

Measure of Damages for Director-General of Railroad’s Breach 
of Contract to Transport Specified Amount of Coal by 
Barges Stated: 

Shipper suing Director-General of Railroads for breach of 
contract to transport specified amount of coal by barges at 
agreed rate could recover the difference between the cost of 
transporting the coal at the agreed rate and the cost reasonably 
incurred in procuring a substitutionary performance.—Ibid. 

In Shippers’ Action for Failure to Transport Specified Amount 
of Coal by Barges, Carrier Could Show Contract for De- 
livery of Coal Had Been Canceled as to Coal Not Delivered: 
In shipper’s action for breach of contract to transport speci- 

fied amount of coal by barges in which the shipper testified 

that he had procured a postponement of the delivery of a por- 
tion of the coal until certain time, but that no delivery had ever 
been made, the carrier was entitled to show that the shipper’s 
contract had been canceled as to the coal not so delivered, and 
that no delivery could ever be made under the contract.—Ibid. 

Shipper Suing for Breach of Contract to Transport Coal by Barges 
Could Not Recover for Coal Not Transported by Other 
Means Without Showing that by Reasonable Diligence Such 
Coal Could Not Be Delivered: 

In shippers’ action for breach of contract to transport speci- 
fied amount of coal by barges at specified rate, where only a 
portion of the specified amount of coal had been delivered by 
other means, the shipper could not recover damages for breach 
of contract to transport the coal not so transported by other 
means, in the absence of a showing that the shipper had been 
unable, by the exercise of reasonable diligence, to deliver the 
balance of such coal not transported, since in the absence of 
such a showing such damages were speculative.—Ibid. 

Owner Held Liable to Charterer for Failure to Maintain Efficient 
Equipment: 

(District Court, S. D., New York.) Under a provision of 
the charter party requiring the owner to provide the. necessary 
equipment for the proper and efficient working of the vessel, 
delay caused by the intentional or negligent failure of the master 
to repair or replace a broken winch held chargeable to the 
owner.—Hashimoto vs. American Union Line, Inc., 280 Fed. Rep. 
748. 

Shipper Held to Have Exercised Option to Ship Under Deck: 
(Circuit Court of Appeals, Second Circuit.) Where a freight 

contract provided for shipment on or under deck, it gave the 

shipowner the option to determine where the cargo should be 
shipped, and the issuance of a clean bill of lading, which des- 
ignates a stowage under deck, as an indication by the shipowner 
of its election to stow under deck, and binds the shipowner by 

its terms.—The St. Johns, N. F., 280 F. Rep. 553. 

Ship Is Liable for Jettisoning Cargo Carried on Deck Without 
Authority: 

A ship, which carried on deck a cargo which was required 
by the bill of lading to be carried under deck, is liable to the 
cargo owner for loss occasioned by jettisoning the cargo, which 
would not have been necessary, if it was carried under deck, 
since the bill of lading. must be deemed the only contract be- 
tween the owner and the ship.—Ibid. 

Evidence Held to Show Consignee Did Not Consent to Carriage 
on Deck: 

Evidence that the consignee was a different corporation 
from the shipper, and that on receiving a clean bill of lading 





Vol. XXX, No. 11 


it paid a draft attached thereto, and insured the property as 
carried under deck, shows that the consignee did not assent to 
stowage on deck, so that the provision of the bill of lading js 
controlling, and should be read as an absolute obligation to load 
under deck.—Ibid. 

Deviation as to Manner of Carrying Cargo Prevents Reliance on 

Limitations in Bill of Lading: 

A deviation from the manner of carrying the cargo as pro- 
vided in the bill of lading has the same effect as a deviation 
from the route, and prevents the carrier from relying upon any 
limitations on its liability contained in the bill of lading, since 
by such bill of lading the carrier has prevented the owner from 
protecting himself by insurance against loss of the goods while 
being carried contrary to the terms of the bill.—Ibid. 


SHIP SUBSIDY BILL 


The Trafic World Washington Bureay 


The National Merchant Marine Association is confident that 
Congress will consider the administration ship subsidy bill be 
fore the short session, which begins in December. In a state. 
ment issued this week it said: 


The impression still seems to prevail in some quarters that 
President Harding has agreed that_the shipping bill shall go over 
until the next session of Congress. Opponents of aid to the American 
merchant marine are seeking to make the most of misunderstand- 
ing to foster a general belief that the bill is dead, on the ground 
of argument that the measure cannot come up before the Decem- 
ber session, that Congress will then be too occupied with the annual 
appropriation bills to find time to pass the shipping bill, and_ that 
with the opening of the new Congress in March next the admin- 
istration’s majority will have been so reduced that there will be 
practically no chance for the measure. 

If President Harding had agreed to a postponement of action 
on the shipping bill until the December session of Congress, the 
chances of passing that measure would admittedly be precarious. 
But the President has done nothing of the sort. What he has 
agreed to is a postponement until shortly after election—presuma- 
bly until Monday, November 13—and the few weeks remaining be- 
tween then and the opening of the December session will supply 
sufficient additional time for consideration of the bill to make its 
passage practically assured. Under the House rules speedy action 
can easily be secured and the bill passed hefore the beginning of 
the December session, while the Senate will have probably about 
six weeks in which to act before the annual appropriation bills 
will have come through the House to the upper branch. This, it 
seems clear, is the program in President Harding’s mind and in 
the minds of his party leaders in Congress, who have given assur- 
ances that the bill can and will be enacted into law by the present 
Congress. Representative Mondell, of Wyoming, the Republican 
floor leader, is quoted as saying: ‘‘The shipping bill is not dead 
by any means. We _ will follow the President’s suggestion and 
postpone action on it just for the present. I believe it will be 
taken up in November and may even be passed before the Decem- 
ber short  session.’’ 

Opponents of the bill continue to claim that opposition of the 
measure is growing. In contrast to this it is interesting to note 
that antagonism of the bill is lessening in quarters where it has 
been strongest and that agricultural interests in some sections are 
now advocating legislation for the establishment of an American 
merchant marine as a distinct benefit to the American farmer. A 
good test of public sentiment toward the measure will be had at 
the polls in November. Nearly all of the Republican members of 
the House committee on merchant marine and fisheries, who pre- 
pared the bill now pending, are candidates for re-election and pub- 


lic opinion_as to the merits of the measure can be gauged by the 
result in November. 


OCEAN RATE AGREEMENT 


The Trafic World Washington Bureau 


Eleven steamship lines operating in the Far East have 
entered into an ocean freight rate conference agreement whereby 
each line will post a cash forfeit of $25,000 to insure stability 
of rates. The effect of the agreement is to re-establish the 
Atlantic Far Eastern Steamship Freight Conference, which was 
disrupted some time ago when rates were declared open. The 
agreement has the approval of the Shipping Board, which was 
represented in the meeting in New York which led to the formu- 
lation of the plan. The conference will take up the question 
of rates in the near future. Among the lines which were rep- 
resented at the conference were the following: Robert Dollar 
Company; Houlder, Wier & Boyd; Norton Lilly; Funch, Edye 
& Co.; Furness, Withy & Co.; the Tampa Interocean Line, 
Nippon Yousen Kaisha, the Barber Lines, Osaka Shosen Kaisha, 
the Toyo Kisen Kaisha and Suzuki & Co. 


OPERATION OF U. S. LINES 


? The Trafic World Washington Bureos 


Chairman Lasker, of the Shipping Board, announced this 
week that the board had invited a number of steamship com- 
panies and operators to submit estimates of fees for which they 
would operate the fleet of the United States lines owned by the 
board. The chairman explained that, under the present arrange 
ment, the board could not get experienced officials and that, 
furthermore, the board desired to prepare for the operation of 
the Leviathan, the giant passenger liner, which is being reco 
ditioned. Mr. Lasker said the board believed a more adval- 
tageous arrangement could be made for the operation of the 
U. S. Lines fleet on the fee basis than on the terms of the — 
aging agency agreement. The operators of the vessels woul 
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EDGAR IMPROVED CAR SEAL 


JAMES S. KIRK & COMPANY, Chicago, Iil., 
says: ‘“‘We have been using the Edgar seal for 
several years past, and have found them to be 
the best on the market. They are according to our 
mind the only seals that cannot be manipulated 
by car thieves. The minute the seal is tampered 
with, it falls apart and shows evidence of the 
car having been tampered with by someone.” 


The Edgar Steel Seal & Mfg. Co., Lawrence, Kansas 


POOL CARS 
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TOLEDO, OHIO 
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receive a fixed amount for their services as managers, but the 
board would pay the cost of operation. 

A. F. Mack, head of the New York office of the Emergency 
Fleet Corporation, the chairman said, would remain with the 
board until a satisfactory successor could be obtained. Mr. Mack 
desires to return to private business. 

Reports have been made to the board that prominent indi- 
viduals in the shipping world are at work on the organization 
of a $30,000,000 shipbuilding company, which also would submit 
bids for Shipping Board passenger vessels. It has also been 
reported that one company has ordered plans prepared for two 
70,000-ton electric passenger vessels. The plans alone will cost 
$250,000, it was said. If the ship subsidy bill is passed, board 
officials said, the vessels, which would be the largest in the 
world, will be contructed. 


A. G. & P. CARGOES 


The Trafic World Washington Bureau 


The Shipping Board announced, August 31, that advices re- 
ceived from the receivers of the Atlantic, Gulf and Pacific Steam- 
ship Company indicated that all west-bound cargo would be trans- 
shipped by steamers of other intercoastal lines, and under an 
agreement with the receivers and the Shipping Board, proper 
delivery of all eastbound cargoes would be effected promptly. 

The H. S. Grove at Puget Sound was to lift all commitments 
made for that vessel up to a full cargo, and was to deliver such 
cargo at Atlantic ports in accordance with original commitments. 

The Cape Romain, at the Panama Canal, was to proceed on 
her voyage and make proper deliveries of her cargo at the 
various Atlantic ports. 

The Charles H. Cramp was enroute to Baltimore to complete 
discharge of her cargo at that port. 

The steamers Liberator and Cape Henry, at Baltimore, had 
begun discharging west-bound cargo, which was to go forward 
by the steamer Stewart Dollar, scheduled to sail-early the week 
of September 4. 

The West Haven, at New York, began the discharge of her 
east-bound cargo August 31. 

Receivers of the Atlantic, Gulf and Pacific Steamship Com- 
pany had advised the Shipping Board that arrangements have 
been made with the American Hawaiian Line to lift commit- 
ments contracted for at South Atlantic ports, clearing same 
within five days. 

Arrangements were completed by W. J. Love, vice president 
and general manager of the Emergency Fleet Corporation, to 
effect discharge of the cargoes libeled by the board, thus en- 
abling the receivers of the Atlantic, Gulf and Pacific Steamship 
Company to complete arrangements for reforwarding these car- 
goes to final ports of destination. 


CANADIAN MERCHANT MARINE 


The Canadian government merchant marine had a total 
deficit at the beginning of 1922 of $9,116,144, according to Eugene 
T. Cnamberlain, of the transportation division of the Department 
of Commerce. 

“The Dominion government,” said he, “organized its fleet 
as a corporation—the Canadian Government Merchant Marine 
(Ltd.)—with a capital stock of $1,000,000 in 10,000 shares of 
$100 each (4,909 issued), reduced by the: loss of one ship to 
$480,900. The Canadian government was authorized in 1918 to 
loan money to the corporation for the construction of ships, 
secured by a first mortgage on the ships and by the company’s 
notes to the government drawing interest at 5% per cent. The 
first of its fleet was delivered in February, 1919, the last on 
January 29, 1922. The fleet on December 31, 1921, comprised 
65 steamers of 380,097 deadweight tons, which cost $73,571,842, 
plus $5,096,826 interest accrued and unpaid—in all, $78,668,668; 
it is carried on the books of the company at $69,233,577, which 
is conceded to be far above its value. ‘The company’s report for 
1921, issued in June, 1922, states that the average cost of the 
fleet was $191 per deadweight ton, and that the present cost in 
Canada and Great Britain of building similar types of ships is 
from $63 to $110 per deadweight ton, so that the fair replace- 
ment value is $75. 

“The company’s loss on operations during 1921 was $8,047,- 
635, to which is added $1,745,326 interest due and unpaid to 
the government for 1920 and a deficiency of $327,416 on insur- 
ance recovered for the lost ship, Canadian Exporter, and from 
which is subtracted the surplus ($1,004,233) available on De- 
cember 31, 1920, leaving a total deficit at the beginning of 
1922 of $9,116,144.” 


EXTENSION OF PARCELS POST 


The Post Office Department has announced that parcels 
post has been extended to St. Pierre and Miquelan, two tiny 
islands in the Gulf of Newfoundland, the last remaining pos- 
sessions of the French in the new World; Sarre Basin, reached 
through France; Memel territory, reached through Germany; 
and Trans-Jordania, the country east of Palestine. 
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These widely separated spots on the world’s map were the 
last remaining places where parcels post did not extend. With 
the single exception of the Spanish possessions in the Guif of 
Guinea, parcels can be sent anywhere in the world by mail 
The Post Office Department has been working for sometime 
to make parcels post universal for citizens of United States ang 
it is hopeful of negotiating an agreement for the Spanish 
Guines colonies within a short time. 

Two weight limits are in general use. Some countries, 
including Great Britain and her colonies place a limit of 1} 
pounds on parcels post, while many other nations have estab. 
lished a limit of 22 pounds. Then there are others which have 
a limit somewhere between these two figures. 

No parcels post will be accepted for the regions where the 
Greeks and Turks are reported to be fighting. 


GALVESTON AGGRIEVED 


The Trafic World Washington Bureay 


Believing the Commission, by its decision in No. 13073, 69 
I. C. C. 735, has deprived Galveston of the advantage of its loca- 
tion on the Gulf of Mexico with respect to the cotton producing 
territory involved, the Galveston Commercial Association has 
asked for re-hearing or re-argument, or both re-hearing and re. 
argument in the case mentioned, which was a complaint by the 
petitioner against the Abilene & Southern and other railroads. 
In the case mentioned the Commission permitted to stand, rates 
on cotton from the northern part of Texas and adjacent terri- 
tory, to Pacific coast ports, for export, which were supposed to 
enable the transcontinental carriers to take the staple to the 
Pacific ports, for export, which, when added to the ocean 
charges, would enable dealers at the Pacific ports to compete 
with those at Galveston. Galveston alleged the rates under at- 
tack gave the western ports an undue advantage. 

The Commission, the petitioner alleged, rested its decision 
and order in the case upon the following erroneous conclusions: 

1. That the transcontinental lines have the inalienable right 
to depress their rail rates to the Pacific Coast ports in order to 
attract traffic to their lines and to the Pacific Coast ports and 
that the influence of the Gulf of Mexico and the Panama Canal 
justifies whatever depressed rail rates the carriers may see fit 
to make in order to offset the difference in the ocean rates from 
the Gulf over the Pacific Coast ports on cotton moving to Japan. 

. That it is proper for the rail carriers to remove the natural 
disability of the Pacific Coast ports, to wit: Rail distance, and at 


the same time preserve the natural disability of Galveston, to wit: 
Water distance. 


Galveston said the Commission had made erroneous find- 
ings when it said: 
1. “That the record adequately supports the statement that 


under the present adjustment Galveston will handle a large share 
of this traffic;” 


2. “That the shippers generally prefer the port of Galveston 
because it is in close proximity to the source of production;” 

3. “That the present rates to Galveston are not unreasonable 
or that the present adjustment does not result in undue prejudice 
against the port of Galveston or give undue preference to the 
Pacific Coast ports.” 


CURRENT AMERICAN SHIPBUILDING 


On August 1, 1922, American shipyards were building or 
under contract to build for private shipowners 121 steel vessels 
of 218,999 gross tons, compared with 133 steel vessels of 220,824 
gross tons on July 1, 1922. 

These figures do not include government ships or ships 
building or contracted for by the United States Shipping Board. 


ABANDONMENT OF LEETONIA RAILROAD 


The Leetonia Railway Company has been authorized by the 
Commission to abandon its line of railroad in Tioga county, 
Pennsylvania, extending from a connection with the New York 
Central at Tiadaghton in a southwesterly direction a distance 
of 8.7 miles. The company has operated the line since 1899, 
its function having been the transportation of forest products 
manufactured in the territory served. No communities are 
reached except the village of Leetonia, which is said by the 
company to contain three families. The company estimated the 
oo of the entire territory served at not to exceed twenty 
people. 


ABANDONMENT OF FLORIDA LINE 


The Ocala & Southwestern Railroad Company has obtained 
permission from the Commission to abandon its line of railroad 
extending from Ocala to Ray, Fla., a distance of 6 miles. The 
road handled forest products. The exhaustion of the timber 
tributary to the line forced a suspension of operations in No 
vember, 1920, the Commission said. Since that time there has 
been no traffic offered or handled. 


IDAHO BRANCH LINE 
The Craig Mountain Railway Company has applied to the 
Commission for authority to acquire a line of railroad from the 
Craig Mountain Lumber Company in Lewis County, Idaho, ex: 
tending from Craig Junction on the Camas Prairie Railroad t 
Winchester, a distance of about six miles. 
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Personal Notes 


The Union Pacific announces the appointment of W. F. Lin- 
coln, general freight agent at Los Angeles, vice T. M. Sloan, 
resigned, and J. L. Totten, assistant general freight agent at Los 
Angeles. 

The Grand Trunk announces that, effective September 1, its 
legal department is constituted as follows: H. R. Martin, gen- 
eral attorney, western lines; Harrison Geer, consulting attorney; 
W. A. Geer, attorney; Leo. J. Carrigan, attorney. This depart- 
ment has charge of all legal matters in Michigan, Indiana, Illinois 
and Wisconsin. 

W. I. Rankin has been appointed commercial agent of the 
Piedmont & Northern at Anderson, S. C., to succeed W. E. Atkin- 
son, promoted. 

Fred L. Whitney has been appointed traffic manager of the 
Utah-Idaho Central, vice P. F. Harding, resigned. 

H. E. Boyd, formerly freight agent of the S. A. L. at Little- 
ton, N. C., has become assistant traffic manager of the Chamber 
of Commerce of Norfolk, Va. 

E. H. Forester, agent, freight department, of the Southern 
Pacific at San Francisco, died September 1. He had been in the 
employ of the Southern Pacific for thirty-three years. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago had a Harvest. Moon Dance on 
the Steamship Columbia the evening of September 8. 








The third annual railroad banquet of the Transportation 
Club of Decatur will be held October 19 at the Hotel Orlando. 
The speaker will be O. S. Lewis, freight traffic manager of the 
B. & O. 





The regular September meeting of the Transportation Club 
of Decatur has been called off. Instead, the club will unite with 
the Decatur Association of Commerce in entertaining the Ilinois 
Rate Committee at the Country Club, September 12. 


INTERLOCKING DIRECTORATES 


Guy E. Mauldin has been authorized to hold the position of 
secretary with the Hawkinsville & Florida Southern Railway 
Company in addition to positions previously authorized. 

In addition to offices previously authorized by the Commis- 
sion, F. W. Ellis has been permitted to retain the office of 
director of the St. Paul Bridge & Terminal Railway Company. 


PETROLEUM RATES SUSPENDED 
The Trafic World Washington Bureau 


Investigation of a complex rate tangle was ordered in I. 
and S. No. 1634, in which the Commission suspended, from 
September 2 to December 31 supplement Nos. 17 and 18 to 
Leland’s I. C. C. No. 1510. The suspended schedules proposed 
increases and reductions in rates on petroleum and its prod- 
ucts, from points of origin, west of the Mississippi, Arkansas 
and south, to destinations east of the river and south of the 
Ohio. What looked like errors of omission and commission to 
Commission officials who examined the suspended schedules 
were the large cause of the suspension. 


Because so many of the rates appear to have been the 
result of overlooking limitations in orders of the Commission 
and of mistakes in arithmetic, it may be possible to make an 
adjustment without formal hearing, report. and order. 

The suspended schedules were filed in an effort on the part 
of the originating lines to equalize Memphis with Vicksburg. 
The two crossings were thrown out of relation with each other 
when, in the spring, the carriers sought to establish a pro 
portional rate of 14 cents from the Shreveport group to the 
whole of the southeast, Carolina and Mississippi Valley ter- 
ritories. They proposed the reduced proportional rate on the 
theory that the Shreveport group refiners were being discrimi- 
nated against because they were on a parity with competitors 
hundreds of miles west, in Texas. 

When the proposal to establish a rate of 14 cents was 
threshed out, the carriers not proposing the reduced rate ob- 
jected to it on the ground that, unless limited, it would have 
the effect of breaking down rates clear to the Atlantic Ocean, 
north of the Ohio and Potomac rivers. The Commission, in 
permitting the reduced rate to become operative, limited its 
application to oil originating at Shreveport and destined to 
Mississippi, Alabama, Georgia, and the Carolinas. 

In compiling his tariff supplements, Leland paid no atten- 
tion to that restriction. That is to say, according to the view 
held by those who protested, Leland proposed to equalize Mem- 
phis with Vicksburg beyond the boundaries within which the 
Vicksburg proportional has effect. The Leland rates would ap- 
ply to Ohio River crossings for local delivery and for beyond. 
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Another proposal, in addition to the equalization, was io 
increase the joint through rates from the same points, Arkapn. 
sas and south, to Louisville and Cincinnati and points taking 
the same rates, and to establish joint rates from Little Rock 
and Pine Bluff to the Ohio River crossings, to be used for loca] 
delivery at the crossings, and for beyond. 


The main objection to the proportional supposed to equal- 
ize Memphis with Vicksburg was that it would cause fourth 
section departures at points between Memphis and the Ohio 
River, to which points the Vicksburg proportional was not per. 
mitted to apply. To illustrate: The rate to Louisville would 
be 34 cents, while the rate to Humbolodt, Tenn., an interme. 
diate point, would be 39 cents. The greatest departure would 
be to the extent of seven cents. Another objection was that 
that rate would bring about reductions in Tennessee and Ken. 
tucky, which states, as before mentioned, were beyond the 
boundaries in which the Vicksburg 14-cent rate has application, 
greater than needed to equalize the crossings. Such rates are 
now made by combination on Memphis. Any reduction in the 
proportional to Memphis, for application to the destinations in 
the states mentioned, it seemed.to those who caused the sus- 
pension, would necessarily have the effect of reducing the 
through rates to the Kentucky and Tennessee destinations by 
exact amount of the reduction in the proposition to Mem. 
pnhis. {i 

The principal objection to the proposed joint rates from the 
Beaumont, Little Rock and Pine Bluff groups to Cincinnati and 
Louisville proper was that the establishment of rates, lower 
than the combinations on Memphis would be in violation of the 
fourth section. The high points of departure from the long- 
and-short-haul part of the fourth section would be at Humboldt 
with a rate of 44.5 cents; Reeves, 45.5 cents; and Bowling 
Green, 48 cents. 


The outstanding objection, however, would be the effect the 
rates would have upon the adjustment north of the Ohio River. 
Cutting the local rates to Louisville and Cincinnati, and then 
having the local rates to those crossings apply as proportionals 
beyond, would have the effect of reducing the rates north of 
the Ohio by the exact amount of the reduction to that dividing 
line. The Central Freight Association lines reduced their rates 
on petroleum and its products three cents in the spring so as 
to enable them to eliminate the rule for making rates on com- 
binations. The lines serving the Mississippi River crossings, 
Memphis and below, have talked of meeting that cut and it is 
thought possible the Leland supplements were prepared with 
the idea of allowing them to meet that reduction. It is believed 
probable that when the Leland lines are called upon to justify 
the supplements they will put that forward as an argument 
and make arrangements for fourth section protection, if they 
can, or line up the rates at the intermediate points, if they 
cannot. 

Publication of a low export rate on gasoline from Casper, 
Wyo., to Gulf ports, late in the winter or early spring, was 
the beginning of the cycle which has now reached the stage 
of a wholesale revision of joint through local and proportional 
rates from all points of origin in the groups, west of the Mis- 
sissippi, Arkansas and south. The low rate from Casper, made 
to move a big quantity of gasoline to Europe, caused the car- 
riers serving the mid-continent refiners to demand and procure 
a reduction from their shipping points to the Gulf ports. When 
that had been done the carriers serving the Shreveport group 
decided to remove what they ealled a discrimination against 
their customers by publishing the 14-cent proportional rate from 
Shreveport to Vicksburg. Carriers other than those serving 
Shreveport objected to the breaking of the blanket rate which 
covered Shreveport and points in Texas far west of Shreveport. 
The Commission, however, permitted the 14-cent rate to go into 
effect, limiting it, however, so it would not apply in Kentucky 
and Tennessee. In that way it quieted their fears for the in- 
tegrity of the rate structure north of the Ohio and east of the 
Mississippi, the controlling factors in which, for years, have 
been the rates to St. Louis and East St. Louis. The reductions 
to the Ohio River crossings, carried in the Leland schedules, 
would threaten the adjustment from the mid-continent field 
through St. Louis, by lines reaching Central Freight Association 
territory through the back doors, so to speak, at Louiisville and 
Cincinnati. 


NORTHERN PACIFIC EQUIPMENT TRUST 


The Commission has authorized the Northern Pacific to 
assume obligation and liability in respect of $4,500,000 of equiD- 
ment trust certificates to be issued by the First National of 
New York, and sold at not less than 97.5 per cent of par. The 
money to be realized from the sale is to be used in procurins 
equipment consisting of 1,000 automobile cars to cost $2,000,000, 
250 stock cars to cost $376,000, 250 gondolas at a cost of $398,- 
000, 250 convertible steel cars, at a cost of $545,000, 70 passense! 
train refrigerators at a cost of $504,000 and 1,000 freight trai 
refrigerators, at a cost of $2,371,000, a total of $6,195,000. 
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NAWSCO LINES 


recur INTERCOASTAL 


FREIGHT 
SERVICE 


PORTLAND 
BOSTON 
PHILADELPHIA 


and 


NEW YORK 
BALTIMORE 


LOS ANGELES 
SAN DIEGO 

SAN FRANCISCO 
OAKLAND 


PORTLAND 
ASTORIA 
SEATTLE 
TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERNS. 5. 60. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So.4thSt. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


o ADMIRAL LINE Pacific Coast Ports 





, ers. _— 


ea “Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


FROM 


New York, Baltimore 


Norfolk, Philadelphia 


Thru bills of lading issued to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash.; Vancouver and Victoria, B.C. 


For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone, Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Cleveland, Ohio 

39 South St. Drexel Bidg. : Oliver Bidg Marshall Bidg. 
And at our Branch Offices at ports of call, etc. ° 
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One to six days saved in deliveries 


lo Southwestern territory 


ADAMS TRANSFER&STORAGE @ 


228-3G WEST FOURTH STREET 


MERCHANDISE STORAGE & FORWARDING 


Issued for the benefit of shippers who 
want to know their Freight Rates with- 


out the high cost of maintaining a file 
of Railroad tariffs. 


Service that has satisfied the most 
exacting, for over Eleven Years. 


The only Publication of Freight Rates 
that covers both Class and Commodity 
Rates and makes reference to the tariffs 
from which the information is taken. 


A convenient record of rates issued in 
loose leaf form and served with a monthly 
distribution of revised pages covering 
changes. 


This service can be placed in your 
traffic or shipping department at a sub- 
scription cost of $24.00 per year. 


LET US SEND YOU SAMPLE PAGES 


. J. HARTMAN, PUBLISHER 


732 FEDERAL ST.. CHICAGO. U.S. A. 
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ARROW PIG IRON RATES 
The Trafic World Washington Bureau 


Answering allegations in the protest of the Steel and Tube 
Company of America and others against a proposal to establish 
a line of joint rail-and-water rates from Florence and Sheffield, 
Ala., to the Ohio River and beyond, to destinations on the Bur- 
lington, the Arrow Transportation Company asserted irrep- 
arable damage would be done to it were its I. C. C. No. 7 sus- 
pended, as requested by the Steel and Tube Company. It as- 
serted it had already invested $40,000 for the construction of 
barges in which to carry pig iron. In addition, it said, it had 
contracted for delivery October 1 of a steel tow-boat at a cost 
of $120,000, when fully equipped. Suspension of the tariff, even 
for a brief time, the company asserted, would make utterly 
useless the equipment with which it had provided itself for 
carrying pig iron from Sheffield and Florence to Metropolis, IIl., 
for transportation beyond by the Burlington. 

“The injury resulting therefrom (suspension) will be irrep- 
arable for the entire period of suspension,” said the answer, 
“as there is absolutely no method whatever by which the com- 
pany could recoup this loss.” That observation was made as 
answer to the allegation in the protest that the suspension of 
the Arrow tariff would not impose any hardship or burden upon 
either carrier or shipper, or operate to damage or injure them 
in any respect. The company said the allegation was based 
upon no knowledge and was not true. It said that twelve barges 
were ready for service now. Each has a capacity of 600 gross 
tons. The protested rates have September 15 as their operative 
date. 

“The assertion of the protest that the Arrow tariff is detri- 
mental to the carriers’ interests is unsupported, gratuitous, and 
contains no foundation in fact, and is inspired solely by the 
selfish desire of the northern furnaces to prevent, by any means 
whatsoever, the employment of the river transporation tributary 
to Florence and Sheffield by the furnaces there located,” said 
the answer. 

One of the points made by the protesting iron and steel 
interests was that the Arrow company had published its tariff 
upon a misapprehension of commercial conditions and a mis- 
understanding of the Commission’s decision in the Chattanooga 
Packet case, 33 I. C. C. 384. That the Arrow answer denied. 

“The commercial conditions involved,” it said, “are simply 
the desire of ithe southern furnaces to take advantage of the 
rail and water transportation which lies at their doors upon 
a just and reasonable rate, and the wish of the carriers serving 
Florence and Sheffield to initiate and establish such just and 
reasonable rate. * * * So far as the principle announced in 
33 I. C. C. 384 applies to the instant case, it is carried out lit- 
erally and absolutely.” 


The through rate published in the Arrow tariff, to which 
objection has been made, is made up of the $1.96 local rate of 
the boat line from Florence and Sheffield to Metropolis, and 
the $2.22 division or proportion inuring to the Burlington on 
pig iron brought to Metropolis by railroads south of the Ohio 
River. The cut in the through all-rail rate would result from 
the lower water rate of the Arrow line from Florence and 
Sheffield to Metropolis. ‘ 

Attention was invited, in the Arrow company’s answer, to 
what it called the “extremely unfair and wholly unjustified 
efforts of the petition (for suspension) to connect our tariff, 
naming river-and-rail rdtes from Florence and Sheffield to points 
on the Burlington Railroad, with a proposed reduction in the 
all-rail rate from Birmingham to St. Louis,” which the Com- 
mission has suspended. 

“There is in fact absolutely on connection between these 
two tariffs or the carriers publishing them,” said the Arrow 
answer. “The two tariffs were published wholly independently 
of each other by entirely different carriers and between different 
points of origin and destination. The Arrow Transportation 
Company does not serve the Birmingham district and there is 
no possible way it could transport, a single ton of pig iron 
from the Birmingham “district, which is the point of origin of 
the all-rail tariff. 


“The Arrow Transportation company serves only the fur- 
naces at Florence and Sheffield, the production of which is in- 
significant in amount compared to the production at Birming- 
ham. The figures are 2,500,000 tons per year at Birmingham, as 
compared with 150,000 tons at Florence and Sheffield. 


“The statutes passed by Congress are intended to afford 
protection to and development of river transportation. Com- 
peting railroads are prohibited from owning boat lines, which 
the statute requires to be ‘operated in the interest of the pub- 
lic” The Commission has additional jurisdiction over the joint 
rates between rail and water lines and is specially charged with 
supervision of proportional rates applying to traffic brought to 
the rail carrier by the boats. It may compel physical connec- 
tions between rail and water lines. 

“The tariff of the Arrow Transportation company here in- 
volved breaths the very spirit of the policy of the country’s 
laws toward river transportation. It is drawn in strict com- 
pliance with the leading case in which this Commission applied 
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those principles (33 I. C. C. 384). There is not a single valid 

criticism of it in the protest of the northern furnaces, and the 

rr a should decline to use its power of suspension in 
S$ case.” 


SETTLEMENTS WITH CARRIERS 


The Treasury Department has announced that payments to 
railroads under sections 204, 209, 210 and 212 of the transporta- 
tion act from August 1 to September 1 were as follows: 


Section 204: 


Chesapeake sd cab DU eee eres eee oe oe $ 11,040.05 
Colorado Springs and Cripple Creek District Railway 
COS CURRIE SE. 65 o deh So.ab.cc< 00sec s 0ecee sle,ilese TK" 284,321.42 
Emmitsburg Railroad Company...........ccecscecceees 2,998.07 
Manchester & Oneida Railway Co...........ccccceceees 6,327.14 
Okmulgee Northern Railway Company..............0.05 15,684.26 
Onvaseo River’ Railway... o.o.< occic-de ticle Ooitne Ae bolo rin Seah o% Ore 21,740.17 
Spokane & British Columbia Ry. Co...............00005 14,289.87 
Section 209: pin 
Aransas Harbor Terminal Railway..................0.06- 18,093.95 
Chicago. Peoria & St. Louis R. R. Co., Receivers...... 78,372.69 
Denison & Pacific Suburban Railway...............0000% 340.86 
Ememnitebare Railroafl Company. ...... oi ciiccecseed ccces 2,497.62 
COREWCRNONE WOME COMB RNV 5 vic cssigscccceeeccesbesceoe one 31,742.96 
Liberty-White Railroad Company, Receiver............ 8,104.28 
Manchester and Oneida Railway Co.............secee- 5,486.80 
Montana (Western. Hallway Co... oocise ccwcveseesecvews 4,019.21 
Sandy River & Rangeley Lakes R. R..........-..00000ee 26,534.07 
Syoux Ang f Mange DENT GIO is ok :4 oc imrwnrsraleasiea esters 21,623.22 
as ailwa | a re ere | 7 
Section 210: ¥ See SEE EET ee ee ee 618,287.71 
isco & Northeastern Railway Co............... 2 
Section 212; We PR as} ak cedere ors: on0 se wreision 27,862.00 
Salina Northern Railroad Co., Receiver................ 8,000.00 
WOE Siiavcnemescawes $1,207,366.35 


Total payments under the act were given as $765,471,754.15, 
Repayments on loans totaled $81,396,500.07. 

The Railroad Administration this week announced it had 
effected final settlements for the period of federal control with 
the following carriers by the payment of the amounts stated: 
Indianapolis Union Railway Company, $765,000; Erie Terminals 
Railroad Company, $3,300; Lake Superior Terminal & Transfer 
Railway Company, $27,600; Mather Humane Stock Transporta- 
tion Company, $175,000; Savannah River Terminal Company, 
$6,377.35; Bath & Hammondsport Railroad Company, $19,500; 
Keokuk Union Depot Company, $6,300; Atchison Union Depot & 
Railroad Company, $7,500. 

Settlements were effected with the following companies by 
payment by them of the amounts stated to the Director-General: 
Western Maryland Railway Company, $800,000, and the Norfolk 
& Portsmouth Belt Line Railroad Company, $87,000. 

Settlements with short lines were effected by payment as 
follows by the Director-General: Wisconsin & Northern Railway 
Company, $4,800; Montana Western Railway Company, $4,000, 
and the Owasco River Railway, $6,000. 

The Commission has certified to the Secretary of the Treas- 
ury that $61,678 is due as a balance to the Detroit & Mackinac 
Railway Company on account of the guaranty under section 209 
of the transportation law. The total amount of guaranty to that 
road was $116,678. 

The Commission has certified.to:the Secretary of the Treas- 
ury that the amount necessary to make good to the New York, 
Ontario & Western Railway Company the guaranty provided in 
section 209 of the transportation act, jn addition to a partial 
payment of $600,000, is $95,010.33. F 

The Commission has certified to the Secretary of the Treas- 
ury that $1,128.29 is due the New Castle & Ohio River Railway 
Company under section 204 of the transportation act. 





NICKEL PLATE EQUIPMENT NOTES 
The New York, Chicago & St. Louis Railroad Company has 
applied to the Commission for authority to assume obligation 
and liability in respect of $3,200,000 of equipment trust certifi- 
cates, to bear dividends of 514 or 6 per cent. The certificates 
will be issued in connection with the acquisition of 1,400 freight 
cars and 19 locomotives at an estimated cost of $3,985,000. 


Cc. l. & L. EQUIPMENT NOTES 
The Chicago, Indianapolis & Louisville Railway Company 
has applied to the Commission for authority to assume obliga- 
tion and liability in respect of $725,000 of equipment trust certifi- 
cates, bearing 5 per cent interest, in connection with the pro 
curement of 7 locomotives, 300 gondola coal cars and 4 steel 
passenger coaches at an estimated cost of $912,050. 


Cc. & 0. STOCK ISSUES 


The Chesapeake & Ohio Railway Company has filed an 
application with the Commission seeking authority to create 
and issue $12,558,500 of 6% per cent cumulative convertible 
preferred stock, plus an amountequal to 20 per cent of the par 
value of any additional common stock of the railway company 
issued prior to September 2, 1922, in conversion of any of 
the outstanding 5 per cent convertible 30-year secured gold 
bonds of the company. The stock is to be issued in connection 
baad expenditures for additions and betterments and improve 
ments. 


— 
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"The Hub of the South” 


We look upon ourselves as a link in 
the modern chain of economical dis- 
tributing and merchandising. 


An intelligent appreciation of your 
undertaking is half the battle. We 


have it. 


Write for book on facts and rates. 


CHATTANOOGA 


TRANSFER & STORACE CO. 


CHATTANOOGA TENN. FRED.A.BRYAN Pres 


Dollar Line 


Express Freight Steamers 
Monthly 


Atlantic-Oriental Service 


Boston, New York and Norfolk to Yokohama, Kobe, 
Shanghai, Hongkong, Manila and Singapore 


Atlantic-Pacific Coast Service 


New York and Baltimore to Los Angeles (Wilmington) ; 
San Francisco, Seattle and Vancouver, B. C. 


Mediterranean-Atlantic & 
Pacific Service 


Genoa and Marseilles to New York, Boston, Los 
Angeles (Wilmington) and San Francisco 


For rates, sailings and other information apply to 


Dollar ge Line 


NEW YORK—15 Moore Street 


LA So. 
SAN FRANCISCO—Robert Dollar Blas. 
LOS ANGELES—Pacific Electric Building SEATTL C. Smith Building 


EATTLE— 
VANCOUVER—402 Pender Street West 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate. time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 














Questions and Answers | 


In this department will be answered questions of both legal and 

ical nature that confront persons dealing with traffic. A specialist 

on interstate commerce law, whois a member of our legal department, if 

will give his opinion in answer to any simple question relating to the law 

of interstate transportation of freight. A traffic man of long experience 

and wide knowledge will answer questions relating to practical traffic 1| 

s. We do not desire to take the place of traffic man but to 

p him in his work. Persons desiring immediate answer by mail or 

wire or a more elaborate treatment of any question—by the citation of 

authorities ‘n a legal opinion, for instance—may obtain this kind of 

Private se-vice by the payment of a reasonable fee. The right is re- 

served to refuse to answer in this department any question, legal or 

traffic, that it may appear to us unwise to answer or that involves a 

\} situation too complex for the kind of investigation herein contemplated. 
| Address Questions and Answers Department, 

| Corporation, Colorado Building, Washington, D. C. 


— 
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Combination Rates—AlIi Combination Factors in Effect Date of 
Shipment Received for Transportation Govern 


Minnesota.—Question: Please refer to your answer to “Min- 
nesota” in the August 19 issue of The Traffic World, page 418, 
where you state that the through rate from point of origin to 
final destination in effect at the time the shipment leaves point 
of origin is the rate to apply to a shipment fabricated in transit. 

While we are not familiar with shipments of this nature, 
our work pertaining only to coal, we are wondering if you meant 
to make this a general rule. For instance, on shipments of coal 
from West Virginia to points in Iowa, the only rates in effect 
are combination rates. If a shipment left West Virginia, say, 
June 20, 1922, and was delivered to a connecting line at Chicago 
subsequent to July 1, 1922, we would naturally apply the old 
rate up to Chicago and the reduced rate effective July 1, 1922, 
beyond. According to the statement made in your answer, the 
proper rate in this case to be applied would be the one in effect 
in June, 1922, covering the entire transaction. 


Answer: In its opinion “In the Matter of Through Routes 
and Through Rates,” 12 I. C. C. 163, the Interstate Commerce 
Commission laid down the following rules and has consistently 
adhered to the same ever since: That, “The rates to be charged 
for the transportation are the rates in effect at the time the 
shipment is first delivered to the carrier; that changes in rates 
do not effect shipments which are in course of transportation; 
that shippers delivering commodities to carriers are not subject 
to changes in rates by the carriers after the carriers take pos- 
session of the shipments, and issue bills of lading; that if no 
specific rate from point of origin to destination of a through ship- 
ment is provided, and no specific manner of constructing com- 
bination rate for its prescribed, the lowest combination of rates 
applicabale via the route over which the shipment moves is the 
lawful rate for that shipment; that such combination through 
rate must be treated as a unit from the date of original ship- 
ment to the date of its arrival at destination, and the rate ap- 
plied must be the combination of the rates which exist upon the 
date of original shipment; that all of the conditions, regulations 
and privileges obtaining as to any factor in such combination 
rate for through shipment at the time of original shipment upon 
such combination through rate must be adhered to and cannot 
be varied as to that shipment during the period of transporta- 
tion of such shipment to its final destination. 

As to the example you cite, shipments originating prior to 
date of the reduction would not receive the benefit of same. 


Demurrage on Reconsigned Shipments—Consignee Properly Noti- 
fied of Arrival Instructs Carrier’s Agent to Obtain Disposi- 
tion from Third Party Who Gave It—Equivalent to Straight 
Reconsignment 


Wisconsin.—Question: We made a shipment of lumber to 
ourselves at Chicago, Ill. On arrival of the car at Chicago, the 
railway company mailed us notice of arrival, in accordanre with 
the tariff, and we immediately advised them to “call” Mr. A 
for final disposition of the car. By call, of course, we meant 
*phone, but the railroad did not ’phone our customer, Mr. A, 
but mailed him notice on June 1, which was not received by 
him until June 3. As the car arrived on the 28th of May, the 
railroad charged demurrage for the first, second and third days, 
as well as a $7 reconsigning charge. 

The railroad company refuses payment of our claim, saying 
even though we may have requested their agent to ’phone for 
disposition, they would not be required to follow those instruc- 
tions, as their tariffs provide a written notice of arrival must 


be given to consignee, unless the agent has a signed agreement. 


on file with the consignee to accept other forms of notice. We 
contend that, inasmuch as we were really original consignee on 
the shipment, car being billed in our name, that we were the 
proper party to receive the arrival notice and it was up to us 
to furnish further instructions, and we advised them to ’phone 
Mr. A for delivery instructions. As these were our instructions 
and as consignee on billing, we feel it is up to the railroad to 
comply with them. 

Answer: Under the demurrage rules the only requirement 
as to notice of arrival which the carrier must observe is to send 
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, or give the consignee or his representative a written notice of 


the arrival of the car, except as -o ‘wise agreed to,» As the 
carrier complied-with this-requirementby sending you-the posta] 
notice, its full duty as to notification, was discharged.°"In C. F. 
Arnold & Co. vs. T. & P., 69 I. C. C. 81, it was contended that 
as a broker representing the consignee had, by ’phone, requested 
the carrier’s agent at destination to notify him of the arriva] 
of a certain car, in which event he would furnish disposition, 
no demurrage charge should be assessed in view of the carrier’s 
failure to notify the broker. The agent having mailed a notice 
to the consignee, general delivery;~and consignee not being lo- 


‘cated -at that point and therefore not receiving the notice, de- 


murrage accrued. The Commission held, however, that the 
carrier had fully discharged its duty under the tariff when it 
mailed the ‘notice. 

These things being true, any further notice served upon 
third parties would be aside from the notice of arrival to original 
consignee required by tariff. When the postal was mailed to 
you, time commenced to run against the car, and continued to 
run until disposition was furnished, and after car was placed, 
until Same was made empty. 

According to our view, the manner in which this car was 
handled was tantamount to a reconsignment. While you did not, 
in sO many words, give reconsigning instructions, the third party 
did, at the request of the agent for disposition. This was equiv- 
alent to turning the car over to another party. It was your duty 
to furnish disposition promptly, if you wished to avoid demur- 
rage charges. You accomplished your disposition through use 
of the agent’s services, who was instructed to get orders from 
the third party, which is the same as saying, “deliver to” said 
third party, and if car had not been placed for unloading so 
as to make this a straight “turn-over,” the reconsigning charge 
was properly applicable, and one day’s free time should be 
allowed for the reconsignment. We know of no obligation on 
the part of the carrier, after it is instructed to divert or deliver 
to a third party, to ’phone for disposition orders from such new 
consignee. Written notice is all that is required. 

After having diverted the car to Mr. A and subjecting same 
to Mr. A’s orders, you are estopped from ‘claiming you were 
furnishing final disposition, and that you were acting for Mr. 
A. The fact that you instructed the carrier to get disposition 
from Mr. A proves this. 


Reconsignment Before Placement—Right of Carrier to Place 
Cars for Unloading Unless Instructed to the Contrary in Ac- 
cordance with Its Reconsigning Tariff 


Missouri.—Question: The reconsigning tariffs of most car- 
riers provide for the assessment of rates to and from point of 
diversion if car is placed for unloading on a private industrial 
track and diverted after placement. 


“A” has an industry at “X” and has a standpipe for un- 
loading oil from tank cars and can handle only one car at a time. 
He has a tank car connected to pipe in process of reloading 
and two more cars of oil arrive consigned to him. He foresees 
that he has more oil than he can use and if cars are placed 
will be obliged to divert on a combination of locals. He hastens 
to railroad agent before cars are placed and refuses cars s0 
they can be, he says, diverted on that rate. Can “A” defeat the 
reconsigning tariff in this manner by the simple expedient of 
refusing cars or requesting railroad agent not to place same 
on his private track? 

Answer: If it is customary for the carrier to “spot” these 
tank cars at the standpipe for unloading and according to the 
general understanding or agreement between the carrier and 
consignee, it must do so before the cars can be considered as 
actually placed, then all that is necessary to prevent any of 
them from becoming actually placed is for the condition of the 
unloading place to be such that no more cars can be spotted 
at the time when it is desired to keep them off the unloading 
track. They will then become “constructively placed” on Ccal- 
rier’s hold tracks awaiting an opportunity to be actually placed. 
In this event, there would be no tariff authority for charging 
the sum of the locals to and from the reconsigning point in 
case cars were reconsigned, for the rule applies only to cars 
which have been actually placed for unloading. See Boston 
Chamber of Commerce vs. Director-General, G. T. Ry. et al., 59 
FE, Cu... FS. 


The Uniform Reconsigning Rules do not, as we understand 
them, hold out the service of “holding for orders,’ when the 
request to hold is placed with the carrier’s agent after arrival 
of car at billed destination, although rule 10 authorizes the 
direct “diversion” of a car on orders placed after arrival at 
first destination. There being no such service held out by the 
carrier, the shipper is bound to accept delivery of the car when 
offered, for the carrier has contracted to “transport and deliver, 
and such contract may be interfered with by way of a change 
in the service contemplated in the contract, only in accordance 
with what the carrier in its published tariffs, is, under the law, 
permitted to do. Under the act such services are prohibited 
unless published so as to be available for all persons alike. 

In the Boston Chamber of Commerce case, supra, the cal 
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The St. Louis 
Gateway! 


N your trade with the West 
I and Southwest no factor is 
more important than the 
gateway through which your 
shipments must pass. 


Competition is keen and loss of 
time at the point of transfer may 
mean loss of business. 


A written request will bring you 
an informative and attractively 
illustrated booklet describing 
facilities which make 


ST. LOUIS 


The Strategic Gateway 


Between East and West 


It is to the interest of your 
business that you make a 
comparison of gateways be- 
fore routing your shipments. 


Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 
departs the same day it arrives! 


More than 1,000 package cars 
loaded daily at St. Louis! 


The most complete system of modern 
freight handling facilities in America 


operated by the 


Columbia Terminals Company 


Agent for All Railroads Entering 


St. Louis 


« “Columbia Service” is pro- 
vided by facilities (represent- 
ing more than $2,000,000 in 
investment) which include 

nine “universal” off-track de- 
note a. pots, modern warehouse and 
WHERE YOU WANT IT forwarding facilities, and a 


WHEN YOU WANT IT fleet of modern tractors and 


semi-trailers. 
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Port of 


New Bedford 


(Mass.) 


The Southern Gateway 
Industrial New England 





Universally Recognized as the 


Spot Cotton Center of New England 


New England mills consume annually more than 
2,000,000 bales of cotton, five-eighths of which is 
consumed within easy motor-trucking distance 
of New Bedford. Fully 750,000 bales now pass 
through this city every year. 
Most of this cotton now comes by rail 
but could come more cheaply by water 
if direct water connection with South- 
ern Ports were established. 


A rich opportunity for shipping men 
exists in this large freight movement 
whose natural channel should be by 
water. 


New Bedford Offers 


Large sheltered harbor with mean channel depth 
of 25 ft. 













Modern steel and concrete pier accommodations 
for big ships. 

Up-to- -date freight handling facilities with quicker 
service and lower handling charges than 
in most more congested ports. 

Served by N. Y., N. H. & H.R. R. with spur 
tracks directly onto pier. 

Ample pier storage for incoming and outgoing 

freight 
















1,250,000 sq. ft. of modern warehouse 
space, part of which is at water’s edge 
and balance connected with pier by rail. 





Storage for 300,000 bales of cotton. 


This port already has direct lines to and 
is a rapidly growing shipping point for 
Azores Islands 
Cape Verde Islands 
Lisbon, Portugal 
Mediterranean Ports 


Full Co-operation in Developing Port Traffic 
Will Be Given by 


David Duff & Son New Bedford Boiler & Mach. Co. 
(Coal—Tow Boat Service) New Bedford Storage Warehouse Co. 
Green & Wood (Lumber) Slocum & Kilb 





urn 
Gunning Boiler & Mach. Co. i Electrical and Ship Supplies) 
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riers had been placing cars for unloading at original billed des- 
tination in absolute disregard of written instructions by con- 
signees to hold the cars out of placement. The Commission 
found the practice unreasonable to the extent that the shipper 
was denied the right to have his cars so held, and directed the 
carriers to publish a rule so authorizing this privilege, and by 
so doing recognizing that the shipper could not demand a ser- 
vice not published in its tariff. 

In your case, requests by the consignee to hold cars off 
spot, would, therefore, be unavailing until such time as the 
tariff is amended authorizing this service. If the consignee 
would place “diversion” instructions before actual placement, 
he could accomplish the desired result, but not by giving ‘“hold- 
out” orders. 

The refusal of shipments for the purpose you have given 
would not be bona fide, but the carrier would not know this, so 
that when diversion was requested by the consignee who had 
previously refused a shipment, the carrier would divert on peril 
of violating the right of the true owner, and would be justified 
in refusing to reconsign until it was fairly satisfied as to own- 
ership of the shipment. 


Refrigeration and Ventilation—Changing from One Service to 
the Other When Car is Diverted in Transit to New Destination 


Tennessee.—Question: During December, 1919, the “A” 
Company shipped two cars of oranges from Palmetto, Florida, 
diverting same from West Jacksonville to us at Memphis. It 
seems that both cars originated under standard refrigeration, 
but the diversion order signed by the General Agent of the 
S. A. L. Railroad, Tampa, Florida, requested both cars to be 
placed under ventilation from West Jacksonville to Memphis 
and both cars arrived under vent with no ice in bunkers. The 
diversion order also requested that shipper be notified if 
through rate and conditions of diversion order could not be 
protected. The Frisco Railroad, delivering carrier, is endeavor- 
ing to collect from us full refrigeration, $77.50 per car from 
Palmetto to Memphis, whereas we have expressed our willing- 
ness ta pay them $47.00 per car refrigeration from Palmetto to 
West Jacksonville. The Frisco advised that they can not ac- 
cept less than $77.50 per car. 


Answer: J. H. Glenn’s Florida Refrigeration Tariff No. 2, 
I. C. C. A-186, applying from Palmetto, Florida, to both West 
Jacksonville and Memphis on shipments moving via S. A. L, 
or S. A. L. and the Frisco, and in effect throughout December, 
1919, provides that when shipments are reconsigned at a point 
intermediate to the first destination, as shown in original bills 
of lading, and the intermediate point at which the reconsign- 
ment is made on the direct route to the changed destination, the 
through refrigeration rates from point of origin to final destina- 
tion will be protected, subject to the refrigeration rate from point 
of origin to point of reconsignment as a minimum. From the 
time shipments left Palmetto they were within the purview of 
this rule. Assuming your shipments were diverted before arrival 
at Weest Jacksonville and at a point intermediate thereto, it na- 
turally follows that, in the absence of any change in the service 
ordered by consignees and permitted by the carrier, your ship- 
ments would be subject to the through charge of $77.50 per 
car, authorized by the above tariff. Your contract of affreight- 
ment at Palmetto contemplates refrigeration service from origin 
to destination according to instructions in the billing. This con- 
tract is subject to be reopened to the extent that the recon- 
signing tariff of the S. A. L. authorized a change in destina- 
tion. It is likewise subject to be reopened for changes in pro- 
tective service while in transit, if such changes are authorized 
by the tariff. Under the law, carriers must publish their ser- 
vices which they offer to the public, showing the rules, regula- 
tions and charges governing, and are specifically prohibited 
from according such services as are not so published. 

We do not find the Seaboard Air Line had at that time 
a tariff in effect which authorized the shipper and carrier to 
change the protective service and charges therefor, while ship- 
ments were in course of transportation from and to points cov- 
ered by Glenn’s tariff. The carrier was bound to continue the 
refrigeration service under the tariff, regardless of the request 
of the shipper and agreement of the carrier to discontinue 
same. The carrier could, of course, if it felt safe in doing 
so, refrain from reicing the car, and allow same to proceed to 
destination under ventilation or in any condition it saw fit, but 
the point is, it would still be liable for any damages to the 
goods caused by failure to accord refrigeration service. The 
carrier, having entered into a contract with the shipper to ac- 
cord full protection and the tariff not authorizing a change in 
this contract, binding the carrier thus to full protective ser- 
vice, and the shipper having chosen that class of service, the 
refrigeration rate from Palmetto to Memphis must be assessed. 

In Unit Marketing System versus St. L. B. & M., 48 I. C. C. 
410, a through refrigeration service and a through rate there- 
for was available. By pre-cooling their cars, and noting on 
bills of lading, “Do not re-ice in transit”, shippers sought to 
evade the thru refrigeration charge. The Commission held that 
when carriers offer to provide and do provide a refrigeration 
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service, which is the same as that demanded by shippers gen- 
erally, and which is reasonably well adapted to the particular 
service involved, the shipper may not elect to perform a part 
of the service for himself and thereby secure a lower charge. 

The fact that the shipper requested advice as to whether 
rates and conditions of diversion could be protected is im- 
material, since he is charged with full knowledge of the tariffs, 
rules and regulations under which he ships, and the carrier’s 
tariffs are open to his inspection. 


Interest on Overcharge Claims 


Oregon.—Question: In May, 1917, we were overcharged by 
the “A” Railroad Company at this station in the amount of 
$5.42 through an erior in the rate. The error was detected 
and claim made for refund on March 14, 1921, and we included 
in the claim a demand for interest from date of collection of 
freight charges to time the claim was made for refund. 

Kindly go into this matter and advise if we are right in 
our contention, as the railroad company’s claim agent turns us 
down in the interest, but offers to allow us interest from the 
time we made our claim, but states that they are unable to 
make payment as demanded, for the reason that such action 
would be a discrimination against other claimants, who have 
had similar causes of action. 

Answer: Conference Ruling 489 of the Interstate Commerce 
Commission and the opinions of the Commission cited therein 
provide that interest on an overcharge accrues from the date 
of its collection by the carrier. 


General Average 


Pennsylvania.—Question: We recently had a shipment for- 
warded from New York to New Orleans by boat, and during the 
voyage fire broke out in cargo and considerable damage was 
done to both cargo and vessel. We are in receipt of a com- 
munication from the steamship company reading in part: 


To obtain delivery of shipments sound or damaged, consignees 
or shippers must sign an average bond. In addition, it is necessary 
that consignees or shippers should make a cash deposit of 20 per 
cent of the invoiced value to secure payment to the general average 
charges. If the goods are insured, the insurance company’s guaran- 


tee will be es in lieu of the deposit, but in any event, the aver- 
age bond must be signed. 


The shipment in question was not insured. 


(1) Can we recover anything if goods are damaged? 

(2) What must we pay to have goods delivered if not 
damaged? 

(3) Can we recover anything if goods are not delivered 
to us? 

(4) If goods are damaged, what must we pay and why? 

Answer: 


Fire is not generally within the exception as to 
perils of the seas, but by an act approved March 3, 1921, Con- 
gress has provided that no owner or owners of any ship or 
vessel shall be liable to answer for or make good to any person 
any loss or damage which may happen to any merchandise what- 
soever, which shall be shipped, taken in or put on board any 
such vessel, by reason or by means of any fire happening to 
or on board the said vessel, unless such fire is caused by the 
design or neglect of such owner. Under this act vessel owners 
are exempted from liability for loss by fire from negligence of 
their officers and agents, in which the owners did not partici- 


pate, but not for fire caused by the design or neglect of the 
owners. 


General average is defined to be a contribution by all par- 
ties in the sea adventure to make good the loss sustained by one 
of their number on account of sacrifices voluntarily made of 
part of the ship or cargo to save the residue and the lives ol 
those on board from the impending peril, or for extraordinary 
expenses necessarily incurred by one or more of the parties 
for the interests of all the parties embarked in the enterprise. 
This obligation rests upon the vessel, the cargo and the freight, 
in proportion to their respective values and upon the owners 
of each, in proportion to the value of their property at risk; and 
it may be enforced by resorting to a lien upon property saved 
from the common peril, or by an action against the persons 
bound to contribute. 


Liability to contribute under the law of general average 
attaches to all property in a common maritime adventure which 
was actually at risk, or as much as was actually saved. A pel 
son cannot, however, make a claim for general average con- 
tribution, if the danger to avert which the sacrifice was made 
has arisen from the fault of the claimant or of someone for 
whose acts the claimant is responsible to the contributors. 
Thus the master or owner of the vessel is not entitled to a 
contribution from the cargo for a sacrifice occasioned by the 
negligence or want of skill of master and crew, or by the original 
unseaworthiness of the vessel. On the contrary, he is liable 
to the owners of the cargo for the loss and damage so occa- 
sioned. 

In this country, when a ship is on fire, damage caused to 
goods in the hold by water either poured down from above, °F 
let in by scuttling the ship, by the master, or under his order 
and directions, for the purpose of saving ship and cargo, has 








On 


the 
ers 

of 
ici- 
the 


yar 
yne 

of 

of 
ary 
ties 
ise. 
rht, 
ers 
and 
ved 
ons 


age 
‘ich 
pel” 


ade 

for 
ors. 
oa 
the 
inal 
ible 
eca- 


| to 


‘der 


September 9, 1922 





| 





THE TRAFFIC WORLD 


Mississippi Eesies’ Railroad ; 
<# Louisiana & Arkansas Railway 


| Spur seasT 
| 
| 
MR. SHIPPER :— 


| M 











The Natchez Route maintains fast and dependable freight 
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We specialize in furnishing our patrons with Passing 
Reports. 


Route from the West via Shreveport, La., Stamps or 
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long been considered a subject for general average. If the 
cargo is on fire, its owners are entitled to contribution in general 
average for damage to the whole cargo by water used in ex- 
tinguishing the fire, even though the fire was caused by the 
spontaneous combustion of the cargo. 

In case of dispute as to liability for general average, or 
where investigation is necessary before claims can be adjusted, 
it is customary and lawful for the master to deliver the cargo 
only upon the execution of a general average bond conditioned 
upon the payment of such average, if any, as may be found due 
upon proper adjustment conformably to the law and usage of 
the port. The legal operation and effect of such bond is to 
fix the measure of the obligor’s liability and secure payment of 
the amount, unless it shall afterward appear that it was not 
a case for general average. The obligor may set up want of 
consideration, fraud or mistake as a defense and it is also a 
good defense that the loss was caused by unseaworthiness of 
the vessel or misconduct of the master. 

As you will observe from the above, whether or not you 
can recover for loss or damage to your goods and whether or 
not you are liable in general average is dependent upon the 
cause of the fire. If caused by the design or neglect of the 
owner of the vessel you are not liable in general average and 
may recover for loss of or damage to your goods. If the fire 
was not caused by the design or neglect of the owner you are 
liable in general average and may not recover for loss of or 
damage to your goods, other than in general average. 

Notice of Claim—Time Within Which to File 


New York.—Question: In the August 12 issue of The Traf- 
fic World, page 368, under heading “Proof of Mailing Notice of 
Arrival,” I noticed a question as to when a carrier has performed 
its full duty in connection with sending out notice of arrival to 
consignee. 

In the case of the Ohio Iron & Metal Co. vs. Elgin, Joliet 
& Eastern Railway Co., 34 I. C. C. 75, is referred to as covering 
that, the Commission having decided that the mailing of an 
arrival notice by the railroad company constituted its full duty 
and this whether such arrival notice was received by consignee 
or not. 

Now I filed a claim with the “A” Railway for loss of a case 
consigned to Blank & Co., New York, which they never re- 
ceived. The papers in connection therewith were addressed by 
me to the “A” Railway at Louisville, Ky., and within the time 
prescribed in the carrier’s bill of lading. When the railroad 
people were later written about this, they replied saying they 
never received the papers previously referred to and could not 
pay for the lost case, on the ground that my last letter was their 
first knowledge of the claim and it was then outlawed. They 
also advise that they are not responsible for the non-delivery 
to them of the original papers which I addressed and mailed 
to them in ample time to meet all bill of lading requirements. 
They, in their defense, say that the claimant must be in a posi- 
tion to show that the claim papers were not only mailed, but 
that they were actually delivered and got into the possession 
of the interested carriers. What I would like to know is whether 
the same rule as governs the mailing of an arrival notice would 
or would not apply in the case of a claim. 

Answer: We have been able to locate but two cases in 
which this question has been considered. In St. L. I. M. & S. 
vs. Furlow, 117 S. W. 517, the shipper mailed notice of claim 
which failed to arrive within the one day’s time provided in 
the bill of lading and recovery was denied. This case covered 
injury to live stock, the court saying: 


In the stipulation in the case before us the notice in writing was 
required to be served within one day after the delivery of the stock 
at destination. The object of the notice was to give the carrier an 
opportunity to fully and fairly investigate the claim for damages 
before the horses should be placed beyond the power of the carriers 
to examine and inspect by reasonable exertion. It is obvious that 
this could have been done only by actual notice. The contract says 
that the notice must be served within one day, and this means actual 
notice. Notice by mail, then, would not be sufficient unless it was 
received within the one day. 


In the other case, Johnson vs. N. Y. N. H. & H., 88 A. 989 
(Me.), the point considered seems not to have been whether 
the notice arrived within the stipulated time, but whether the 
notice was actually sent, it being held that the deposit of a 
letter in the mail properly stamped and properly addressed is 
prima facie evidence of delivery by due course to the addressee. 
In this case reference is made to the case of Chase vs. Surry, 
34 A. 270 (Me.), which case holds (but not with respect to 
claims against carriers for loss or damage) that while the de- 
posit of a letter, properly addressed and stamped, in the post 
office, may be prima facie evidence of its receipt by the ad- 
dressee by due course of mail, as the law assumes that gov- 
ernment officers do their duty, the mailing of a notice within a 
stipulated period of time, unless received within that time is 
not proper notice. This case, in our opinion, expresses the 
principle which should govern. 

Suit for Delay—Time Within Which to File 

Missouri.—Question: Referring to your replies in the Au- 
xust 12 issue, page 362, under the caption “Suit—Time Within 
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Which to File.” Those answered apparently refer only to ship. 
ments moving under federal control. 

It occurs to us that we have seen an answer from you in 
some previous issue, which we are unable to locate at this time. 
covering the following proposition: 

A car of vegetables moved during the month of June, 1917, 
and was unreasonably delayed between point of origin and des. 
tination and claim was seasonably filed. After prolonged cor- 
respondence it was declined in August, 1920, carrier claiming 
non-liability; the statute of limitation in the state in which the 
cause of action occurred is five years. 

Under the old bill of lading in section 3, paragraph three, 
there was provided: 

Except where the loss, damage or injury complained of is due 
to delay or damage while being loaded or unloaded, or damaged in 
transit by carelessness or negligence, as conditions precedent to re- 
covery, claims must be made in writing to the originating carrier 
or delivering carrier within six months after delivery of the property, 
or in case of failure to make delivery within six months after a reason- 
able time for delivery has elapsed; and suit for loss, damage or delay 
shall be instituted only within two years and one day after delivery 
of the property, or in case of failure to make delivery, then within 
two years and one day after a reasonable time for delivery has elapsed. 

It appears to us that with the injury caused by delay that 
the party injured is not governed by two years and one day 
limitation, but by the common law that reverts to the statute 
of the state in which the injury occurred. 

We would like to know if this point has been passed upon 
and ask that you kindly refer us to decisions covering same. 

Answer: So far as that portion of the provision of the bill 
of lading to which you refer, which relates to the necessity of 
filing a notice of claim, is concerned, it has been held, in several 
cases, that, under certain circumstances, the filing of a claim 
within the period of time specified is not a condition precedent 
to the bringing of a suit. See Conover vs. R. Co., 212 Ill. App. 
29; Gillette Safety Razor Co. vs. Davis, 278 Fed. 864; Mann 
vs. Transportation Co., 96 S. E. 731, and Hailey vs. O. S. L, 
253 Fed. 569. 

The latter part of the provision, that is, that part which 
provides that suit must be brought within two years and one 
day after delivery, is separated from the first part of the para- 
graph by a semi-colon and, so far as we are aware, has not 
been construed in the manner you would construe it, nor do we 
believe that it should be so construed, by reason of its separa- 
tion from the first part of the paragraph which carries the 
exception to the filing of claims as a condition precedent to the 
bringing of ‘suit. 

In this connection there is now before the Supreme Court 
of the United States, a case, namely, Leigh Ellis & Co. vs. 
Davis, agent, in which the question of whether or not a claim 
is barred upon which suit was not filed within the period of 
time specified in the bill of lading in use prior to the order 
of the Commission in the Decker Case, 55 I. C. C. 458, which 
case resulted in the amendment of the provision so as to extend 
the time for the bringing of the suit until such time as the 
claim was formally declined in writing by the carrier. 


Express Shipments Too Large and Bulky to Be Loaded in Ordi- 
nary Express Car, Must Be Loaded in Special Car if Shipped, 
Subject to the Charge Therefor 


Michigan.—Question: We advised the express agent at “A,” 
Tennessee, on March 2 that upon the completion of the auto 
show in that city, March 11, we desired to ship a show chassis, 
weight 1,700 pounds; one roadster, weight 2,500 pounds; and a 
box of parts, weight 200 pounds, to Pittsburgh. No mention 
was made, asking that this be shipped as a carload, as it was 
figured cheaper at less than carload. The machines were 
shipped and we have been assessed on the basis of 12,000 
pounds, carload minimum, which figures a little over $100 more 
than at actual weight. 


The express company has refused to pay our claim for this 
amount, referring us to rule 16, page 18, of Express Classifica- 
tion No. 27, on a basis of end door equipment being special equip- 
ment. Our contention is that we are penalized and discrim! 
nated against, because it is the practice of the express company 
to accept one automobile, which is loaded through an end door. 
at the actual weight, and in the case of two automobiles, or an 
automobile and a show chassis, we cannot see how they can con- 
strue the above mentioned rule in a different manner. 

Answer: Rule 16, Express Classification 27, provides a 
basis for charges on carload shipments; likewise, it provides 
the method of handling of, and basis of charges for articles 
which, because of bulk, length or weight, cannot be loaded in 
the ordinary express car. If automobiles cannot be loaded 
the ordinary express car, they must, if shipped, be loaded into 
a special car, and this is true of both carload and less-carload 
shipments. The question of carload and less-carload ree 
not here involved. If a less-carload shipment requires a “ee 
car, it will be subject to actual weight and tariff rate, be 
subject further to a minimum charge of 12,000 pounds at je 
class, in the same manner as a less-carload shipment of freigh 
may be taken at actual weight and tariff rate, but subject to 
a minimum charge for 100 pounds at first class rate. 4 

There are two points for determination here. The first 1 





Sept 





11 september 9, 1922 THE TRAFFIC WORLD 565 













To St. Louls and Kansas City fA. t ° 
Th Asan <A i? St. Louls and Memphis Traffic Representatives: 
in e : Tempie © » WACO < M. Fish, 
ot ° we wi: - co 
To New Oreans_y ~W.C. Beaman 
: || Texas Mexican SZ Mink PEE Rannger, 
ian e€ S IC a HOUSTON < A NY —_ eee 


J. P. Craven, 


General Agent, 
Laredo, Texas 
a oe 
ore e t nt, 
N ical Built 


916 Chemical B ng, 


x 1 | Railway Company! * ©. 


ree, 








eee MZAL St. Louis, Mo. 
due 2 ,SAN ANTONIO : 
| in 
ry, We have just com- 
ery pleted a map of our 
sed. |X ai2en terminal facilities at Laredo, 
a LN Texas, showing the location and 
_ ys SS poe aid name of all the industries and ware- 
pon tb Ss iSs SEEIS Serer esee gy? houses located on our tracks; also our 
‘il os “i VF SRS 8] FF connection with the National Rail- 
se ) ” 7 ae me ways of Mexico. 
mca Map shows the entire business section of Laredo with block numbers and 
App. names of streets and avenues. 
L, These maps will be furnished free upon request. 
hich Ask us about available warehouse or industry sites. LAREDO in addi- 
ara: tion to being the GATEWAY TO MEXICO is supply center for the new 
= MIRANDO and MIRANDO CITY OIL FIELDS. 
“the C. M. FISH, Traffic Manager, Laredo, Texas. 
) the 





| | Consult us regarding your 


WAREHOUSING 
|| cranes STORAGE 


RIVER 


ae DISTRIBUTION 


With 
Boston and 


Maine Daily Deliveries by Zone System 
within ten mile radius 


Quincy Market Cold Storage and Warehouse Co. 


GEORGE S. LOVEJOY 


Manager General Storage Department 
178 Atlantic Avenue, Boston, Mass. 








Total General Storage Capacity 


jes a 10,329,000 Cubic Feet 

yvides 

ticles 

led in ef 

into onan 
11 

arload Wharfage and Dockage CONSTITU- 
tes is 

pecial Free Stores sais? 
‘ ont Customs Bonded Stores With Union 
reight Internal Revenue Bonded Stores ane 





ect to 


irst is 








566 THE 


whether the shipment actually required special equipment. If 
it did, there was but one alternative to using such special car, 
and that was to refrain from shipping by express, assuming, 
of course, that the shipper was permitted to exercise his right 
of choosing and that the earrier did not arbitrarily, without 
the consent of the shipper, load and bill the shipment in the 
special: car. 

The second question is, whether an end-door express car 
is a “special” car. We understand the great majority of ex- 
press cars, like freight cars, do not have end doors. We think 
it a fact that the ordinary, every-day express car is not so 
equipped. This being so, your shipment must have been for- 
warded in a special car and, therefore, is subject to the mini- 
mum charge of 12,000 pounds at first class rate. 

In Arizona Corporation Commission vs. A. T. & S. F., 33 
I. C. C. 518, the Commission states: “Generally, automobiles 
require special equipment with very large and staggered doors 
and cannot be loaded into ordinary cars.” 

The fact that an automobile is occasionally accepted at 
actual weight and forwarded in an end-door car, does not pre- 
vent such a car from being special equipment. It is quite 
likely that when this is done the automobile could have been 
loaded into an ordinary express car, but for carrier’s conven- 
ience was forwarded in an end-door car, in which case the 
actual weight basis should apply. The same would be true 
in your case if these cars could have been forwarded in an 


ordinary car, but were, for carrier’s convenience, forwarded in 
the special car. 


Liability of Rail Carriers for Concealed Damage to Goods De- 
livered by Common Carrier Truckmen 


California.—Question: We have a great many shipments 
received through a trucking company from forwarding com- 
panies in Chicago and Grand Rapids, they unloading cars and 
delivering this merchandise to us. 

Quite frequently after our receiving clerk has signed for 
a shipment without exceptions, it develops that the merchan- 
dise is in a damaged condition. We immediately call an in- 
spector of the railroad company in whose car our merchandise 
has arrived in this city, and have an inspection. 


After repairs are made, we file claim against the trucking 
company, as they hold original freight bill and bill of lading 
and we know that it is incumbent upon them to file all con- 
signees’ claims that are in this car in one form against the 
transportation company. 

However, after considerable time has elapsed, nine times 
out of ten the trucking company advises us that they are not 
liable for this damage, as the railroad company has refused to 
accept liability, due to their checking clerk signing for this 


merchandise in good condition and we in turn signing against 
them in like manner. 


We will therefore be pleased to have you advise if this is 
correct, as our contention is that even though we have signed 
for these articles in good condition and that it has developed 
that same is a damage of a concealed nature, we contend that 
both the trucking company and the railroad company should 
pay this claim and make settlement between themselves as to 
the proportion each is liable for. 

Answer: While transfer companies, draymen or truckmen 
engaged in the business of transferring baggage or freight to 
or from railroad or steamship depots, or between different parts 
of towns or cities are common carriers and subject to liability 
as such, unless a though contract of shipment is made with 
the rail carrier which contemplates delivery by the trucking 
company, the initial rail carrier cannot be held liable under 
the provisions of the Cummins amendment, section 20 of the 
interstate commerce act, for damages occurring after the de- 
livery of shipments to the trucking company. See Nansan vs. 
Jacob, 6 S. W. 246. That is, if an independent arrangement 
is made by you with the trucking company for the handling 
of your shipmens from the depot or warehouse of the railroad 
company it will be necessary for you to prove, in the event 
you elect to sue the railroad company, that the loss or damage 
occurred while the goods were in the carrier’s possession and 
that they were not lost or damaged while in the possession 
of the truckman. 

You, of course, have a right of action against the truckman, 
either as a connecting carrier, agent of the rail carrier, or 
independent common carrier contracting directly with you, de- 
pendent upon the capacity in which the truckman is handling 
your goods. 

Redemption of Unused Ticket © 


illinois.—Question: On November 26, 1918, one of our cll- 
ents filed claim for refund with A. B. & C. Railroad, then under 
federal control, same representing refund value of unused tick- 
ets purchased prior thereto for interstate transportation. 

At the time the claim was filed there was no question about 
its validity, but, due to inactivity of the A. B. & C. Railroad, no 
action was taken to toll the statute of limitations and the 
United States Railroad Administration now declines to honor 
the claim, notwithstanding the willingness of the A. B. & C. 
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Railroad to pay same upon authorization of the comptroller, 
United States Railroad Administration. Kindly advise whethe, 
there is not some manner in which we may proceed to collect 
this item for our client. 

Answer:: In the absence of a statute requiring carriers of 
passengers to redeem unused tickets or parts of tickets issueq 
by them, or be liable to a prescribed penalty, which usually 
consists of a forfeiture of a specified sum, in addition to the 
amount to be refunded on the unused ticket, or portion thereof, 
it is held that the purchaser of a ticket who has not used it 
is not, as a matter of law, entitled to have the amount paid 
therefor, or any portion of it, refunded to him. See Salamon 
Va. N. Y¥. 'C., ote., BR. Co. 160 N. Y. 8S. 282. 

Therefore, if the refund has been refused and a suit thereon 
is barred by the provision of section 206-A of the transportation 
act, 1920, we know of no means by which the amount may be 
collected. 

Concealed Loss or Damage 


New York.—Question: From time to time we receive ship- 
ments containing concealed loss or damage and when filing 
claims with carrier we always complete consignee’s concealed 
loss and damage form and make a reasonable effort to secure 
the completed form from the shipper. The form referred to 
is a standard form, approved by the conference committee of 
the Freight Claim Association and the National Industrial Traf- 
fic League. 

Once in a while, however, we are unable to get the shipper 
to complete his form and one carrier in particular is refusing 
to settle claims until we furnish them with this shipper’s form. 
As a case in point, a firm in Georgia made a shipment to us; it 
arrived in damaged condition. We have, on three different oc- 
casions sent them a shipper’s concealed loss and damage form 
and asked them to complete same. To date we have not re 
ceived an answer. 

We would appreciate your advising us, first, is it absolutely 
necessary under the Rules of the Freight Claim Association 
that the shipper’s form be attached before claim can be passed 
for payment, and, second, does the burden of proof lie with 
the consignee to show that damage occurred while shipment 
was in the hands of the carrier? 

It is our understanding that when a claim for loss or damage 
is filed with the carrier that the burden of proof lies with the 
carrier to show that damage did not occur while in their pos- 
session or, in the event of their not doing this, they should 
properly settle claim. It appears to us that the reasonable way 
for the carrier to handle such a situation would be to ask the 
agent of the originating carrier at point of origin to call on 
the shipper to secure the completed form. 

Answer: We know of nothing which makes it obligatory 
on the part of a shipper to file claims for concealed loss or 
damage on the forms prescribed by the freight claim associa- 
tion, other than that a carrier may refuse to make a voluntary 
settlement of such a claim, unless it is so presented. 

A carrier should, as you state, be willing to assist in the 
manner you suggest, a consignee who has endeavored to secure 
from the shipper the information called for on the shipper’s 
form for concealed loss or damage. 

In order to recover for loss of or damage to goods under 
circumstances which bring the case under the category of 4 
concealed loss or damage, the plaintiff must prove that the |oss 
occurred while the goods were in the carrier’s possession and 
not after delivery to a drayman or while in the warehouse or 
on the premises of the consignee after delivery thereat. 


Damages—Measure of 


Illinois.—Question: We recently lost some wheat in a rail- 
road wreck, and the railroad company offered to make settle 
ment at the market price on the date of the loss, which is 
lower than the purchase price. In support of our claim, We 
gave reference to Interstate Commerce Commission, Conference 
Ruling No. 387. .* 

The carrier now advises that this ruling has been consié- 
erably changed by the decision of the United States Supret® 
Court in the McCaull-Dinsmore case. Will you please advise, ! 
you have published in The Traffic World, a resume ¢ = 
case, and in what number it may be found, as it is claime 
that the carrier’s liability in this particular case should be be 
market value at destination, on the date the shipment shou 
have been delivered. 99 

Answer: On pages 907 and 953 of the May 22 and May 1 
1920, issues of The Traffic World is a statement of and the fu 
decision of the Supreme Court of the United States in what 1s 
known as the McCaull-Dinsmore case. ’ id 

The market value at destination, less the freight, if — 
and not the purchase price, is the measure of damages for “ 
loss of goods in transit. See M. J. & K. C. vs. Robbins, 
Southern 231, in which the court said: 


We cannot concur in the argument of appellee in. support fat 
instruction. It is very easy to imagine a case, which a pay 
readily occur, in which the purchaser of cotton might actualy ime 
two or three times the market value of cotton in order to mew at 
contract of delivery, upon the meeting of which contract his 
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Railroad | 


If you want your freight transported with care and 
celerity consign it via the Lackawanna Railroad, “mile 
for mile the most highly developed railroad in America.” 


If you contemplate locating an industrial plant 
or warehouse in the territory through which 
the Lackawanna Railroad passes communicate 
with Mr. J. F. Muller, Industrial Agent, Lacka- 
wanna Railroad, 90 West St, New York City. 









Ship Through the 


Port of Los Angeles 


48 Steamship Services Reaching Over 100 World Ports 
LIST OF DIRECT PORT CONNECTIONS 


A Harbor Made to Order 


Los Angeles has expended $8,000,000 on waterfront improvements and has 
voted an additional $4,500,000 for further improvements. 


The United States Government has expended approximately $6,000,000 on 
the breakwater for the outer harbor, jetty work and dredging in the inner har- 
bor, and has appropriated $984,300 for other improvements. 


Los Angeles harbor has nearly 40,000 feet of wharves, of which more than 
13,000 feet are owned by the City of Los Angeles. 


The City owns and operates five transit sheds having a uniform width of 
100 feet and a combined length of 4,430 feet. 


Ships can enter Los Angeles harbor from the open sea with safety in all 
seasons of the year and in any weather. 


















Write for Illustrated Book, Port Maps and Harbor Information 


Board of Harbor Commissioners 
LOS ANGELES, U. S. A. 
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and business entirely depended. Again, purchaser might pay, being a 
bad judge of cotton, very much more for cotton than its market value. 
Manifestly, all that he could recover of the carrier for the failure to 
deliver would be, not what he might pay, but what the market value of 
the cotton was. 


Return of Damaged Goods 


Illinois —Question: It is legal and enforceable for a car- 
rier to require that, in cases where shipments are damaged in 
transit, their return to the factory must be over the carrier by 
which they were received; otherwise there is no liability for 
the cost of transportation to the factory and back. In other 
words, a shipment is received in a damaged condition by freight 
and is returned to the factory by express, the carrier will not 
allow the express charges. May it do so? 

Answer: In rule 67 of Tariff Circular 18-A, the Interstate 
Commerce Commission expresses its views regarding the return 
of damaged shipments. Paragraph (C) of this rule reads: 


Such rules must be in tariffs and must be applied without discrim- 
ination and should provide that rule for return of shipments applies 
only via the route and line over which the shipment moved. Uni- 
formity among carriers in rules and practices in such matters as 
these is desirable and contributes to thorough understandings 
harmony between carriers and shippers. 


REVENUE FREIGHT LOADING 


Revenue freight loading spurted upward the week ended 
August 26, due to increased coal loading, the total being 890,838 
cars, the largest since October 21, 1921. This was the eighth 
week of the shopmen’s strike. 

Loadings in the corresponding weeks of 1921 and 1920 were 
828,883 and 1,001,308, respectively. 

The loading of 890,838 cars was an increase of 34,679 cars 
over the preceding week. It was about 23,000 cars in excess of 
the highest record heretofore made this year. 

Coal loading jumped to 111,030 cars as compared with 81,959 
cars in the preceding week. 

Loadings by districts for the week ended August 26 and the 
corresponding week of 1921, as reported by the car service divi- 
sion of the American Railway Association, were as follows: 

Eastern district: Grain and grain products, 9,707 and 8,028; 
live stock, 3,145 and 3,102; coal, 20,134 and 44,704; coke, 1,235 
and 1,108; forest products, 5,742 and 4,576; ore, 6,195 and 2,127; 
merchandise, L. C. L., 66,522 and 60,227; miscellaneous, 97,829 
and 80,251; total, 1922, 210,509; 1921, 204,123; 1920, 244,935. 

Allegheny district: Grain and grain products, 3,550 and 3,216; 
live stock, 2,957 and 2,812; coal, 32,761 and 44,581; coke, 4,570 
and 2,266; forest products, 3,219 and 2,647; ore, 11,406 and 7,235; 
merchandise, L. C. L., 48,296 and 45,775; miscellaneous, 78,616 
and 57,158; total, 1922, 185,375; 1921, 165,690; 1920, 212,335. 

Pocahontas district: Grain and grain products, 200 and 173; 
live stock, 214 and 198; coal, 20,547 and 16,846; coke, 263 and 98; 
forest products, 1,109 and 1,237; ore, 87 and (none); merchandise, 
L. C. L., 4,604 and 4,768; miscellaneous, 2,580 and 3,898; total, 
1922, 29,604; 1921, 27,218; 1920, 36,322. 

Southern district: Grain and grain products, 3,899 and 3,537; 
live stock, 2,320 and 1,842; coal, 20,495 and 21,392; coke, 711 and 
288; forest products, 19,030 and 14,180; ore, 993 and 193; mer- 
chandise, L. C. L., 34,941 and 36,428; miscellaneous, 33,894 and 
31,547; total, 1922, 116,283; 1921, 109,407; 1920, 129,425. 


and 





TRACING L. C. L. SHIPMENTS 


Editor The Traffic World: 
I have just read Mr. Clements’ article in your issue of 


August 26 under caption “Tracing L. C. L. Shipments.” I 
heartily agree with him that L. C. L. shipments can be traced 
effectively; furthermore, you can secure results if you know 
how to proceed. I recall an instance about ninety days ago 
where there was an L. C. L. shipment of cotton moving from 
a point in South Carolina to this city consigned to a mill to 
fill out an order of a hundred bales; they were in a hurry to 
receive this shipment, which I will state was about ten days 
out from point of destination, when, as a matter of fact, the 
usual time for movement between the above points was about 
five days. I secured waybill reference from agent at point of 
origin as well as car number, and traced the shipment to a 
transfer point. The agent at that point advised me the original 
waybill had been lost, and, therefore, the delay. However, I 
arranged to have the shipment forwarded the same day, as I 
wired the agent at point of origin to forward agent at transfer 
point copy of waybill. The point I am trying to drive home is 
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Northwestern district: Grain and grain products, 17,305 ang 
18,797; live stock, 7,772 and 6,307; coal, 4,195 and 8,527; coke, 
1,045 and 484; forest products, 15,768 and 11,334; ore, 44,014 and 
21,268; merchandise, L. C. L., 28,573 and 28,084; miscellaneous, 
38,088 and 35,053; total, 1922, 156,760; 1921, 129,854; 1920, 170,486. 

Central Western district: Grain and grain products, 15,16) 
and 19,161; live stock, 12,555 and 9,895; coal, 9,183 and 18,507; 
coke, 396 and 190; forest products, 7,705 and 6,294; ore, 1,999 ang 
839; merchandise, L. C. L., 32,175 and 31,189; miscellaneous, 
52,970 and 42,103; total, 1922, 132,143; 1921, 128,178; 1920, 139,194 

Southwestern district: Grain and grain products, 4,741 and 
5,926; live stock, 3,083 and 2,763; coal, 3,715 and 4,956; coke, 170 
and 197; forest products, 7,893 and 7,140; ore, 347 and 250; mer. 
chandise, L. C. L., 14,889 and 15,984; miscellaneous, 25,526 and 
27,197; total, 1922, 60,164; 1921, 64,413; 1920, 68,681. 

Total, all roads: Grain and grain products, 54,562 and 58,838: 
live stock, 32,046 and 26,919; coal, 111,030 and 159,513; coke, 
8,390 and 4,631; forest products, 60,466 and 47,408; ore, 65,041 
and 31,912; merchandise, L. C. L., 230,000 and 222,455; miscel- 
laneous, 329,393 and 277,207; total, 1922, 890,838; 1921, 828,883. 
1920, 1,001,308. 





COMMISSION ORDERS 
The Louisville Board of Trade has been permitted to inter. 
vene in No. 13857, Chamber of Commerce of Selma, Ala., ys, 
Alabama Great Southern Railroad Company et al. 


Clarence J. Chandler, the Cottage Creamery Company, Wil- 
liam Smith Company, Decatur Produce Company, John Lynard, 
Schiller Butter & Egg Company, J. A. Long Company and F. Ff. 
Lowenfels & Son have been authorized to intervene in No. 13715, 
the Fairmont Creamery Company vs. Director-General. 


The Colonial Salt Company has been permitted to intervene 
in No. 13984, Jackson Traffic Bureau vs. Akron, Canton & 
Youngstown Railway Company et al. 


The Jackson Traffic Bureau has been permitted to inter- 
vene in No. 14028, Mississippi Railroad Commission et al. vs. 
Alabama & Vicksburg Railway Company et al. 


‘The Barrett Company, H. F. Watson Company, the Philip 
Carey Company, the Richardson Company and the Chatfield 
Manufacturing Company have been permitted to intervene in 
No. 13869, Certain-teed Products Corporation vs. Southern Rail- 
way Company et al. 

The Commission’s order of April 4, in docket No. 10733, 
National Paving Brick Manufacturers’ Association et al. vs. 
Alabama & Vicksburg et al., has been further modified so as to 
become effective October 16, upon not less than 15 days’ notice, 
except as provided in the order of June 5, indefinitely post- 
poning the effective date of the said order of April 4 in so far 
as it affects the descriptions and rates on traffic to, from and 
between points in southwestern territory, and except as other- 
wise provided in the next succeeding paragraph with respect 
to Southern territory. In so far as the order of April 4 affects 
the descriptions and rates on traffic in Southern territory, viz., 
east of the Mississippi and south of the Ohio and Potomac 
rivers, it has been modified so as to become effective January 
1, 1923, upon not less than 15 days’ notice. 






i === 


that L. C. L. shipments can be traced and located if you use 
the proper methods. 
J. R. Burch, Traffic Manager. 
Bradshaw-Roberson Cotton Company. 
Greensboro, N. C., Aug. 30, 1922. 


TRAVELING FREIGHT AGENTS 


Editor The Traffic World: 

Having read the article on page 422 of your August 19 
issue, entitled “Traveling Freight Agents,” it is almost impossr 
ble for me to pass it by without at least saying a word. 

I, personally, wish to go on record as saying, that instead 
of being “pests” they certainly are a boon to the transportation 
field. 

No traveling freight agent has ever called at this office 
and found us too busy to talk to him. In fact, other important 


work has oftentimes been dropped, in order to give some time 
to our railroad friends. 

Time and time again we have obtained information from 
these men that we otherwise probably would never have ob- 
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shippers, between 
Puget Sound and Yokohama, Kobe, Shanghai, 


as to 
notice, 


ae “. Must Carry American Hong Kong, Manila and Dairen 

. be ti Commerce in American Ships Vladivostok: Vessels will make direct call if freight offerings justify. 
Oo '- 

espect if U. S. to Survive 12 days to Yokohama 17 days to Shanghai 


affects 
y, Viz, 
ytomac 


anuary “America’s Commerce must be carried in OUTWARD SAILINGS—from Seattle 


American ships.” 


14 days to Kobe 21 days to Hong Kong 
25 days to Manila 


“‘We have got to build up a merchant marine.” 


“The fatave of the United Gtetes devends on “Boo 700 eect eeicene nese sree September 12 
commercial expansion.” = == j= «== = *PRESIDENT GRANT ........ September 16 
“America must keep her vessels on the seas SRR UES Sa ee September 25 
oe ee *PRESIDENT JEFFERSON ...September 30 
Such were the opinions advanced by members *PRESIDENT MADISON ........ October 14 


of the Special Federal committee that re- 


cently conducted hearings on Pacific Coast *Combination freight and passenger, length 535 feet, 21,000 tons, speed 1714 knots. 


shipping. Through bills of lading issued in connection with our Hong Kong-Java feeder service 
and other lines. 
Authorities everywhere agree that it is vitally A ‘ 
al essential to the future of the United States For rates, space and other information apply: 
that adequate shipping facilities be developed. e 
3 Merchant carriers of the seas floating the Chicago: Merchants Loan & Trust Bldg., 112 W. Adams St., 

rou use stars and stripes not only furnish an efficient Phone Randolph 7739 
current means of transporting merchandise. New York: 17 State Street, Phone Bowling Green 5625 

lager. They assist foreign trade as well. American 


ships increase the national income and gen- San Francisco: 60 California Street e 
eral domestic prosperity through greater facil- Los Angeles: 322 Citizens Bank Building 
ities for the sale abroad of products of the Seattle: 407 L. C. Smith Building 


soil and industries of the United States. 
L. L. BATES, Foreign Freight Agent, SEATTLE, WASH. 
is office 
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tained. Our only regret is that more of these “traveling in- 
formation bureaus” do not call on us and give us the benefit 
of their knowledge. 


We will admit, of course, that there are a few whose in- 
formation one has to take with a “grain of salt.” But we believe 
this is merely because of the fact that they have full confidence 
in their railroads and they are so enthusiastic that at times 
they make some rather extravagant statements of the service 
they are able to furnish. 


Our business as a jobbing house requires that we secure 
the very quickest delivery possible, and it is from these men 
that we, from time to time, learn of a special through car serv- 
ice, of which we would otherwise be unaware. 


There is hardly a day goes by but that we call one of these 
men for some special kind of information and we have never 
yet found the traveling freight agent who, if he could not give 
us the information direct, was not willing to go to a large 
amount of trouble and expense in order to secure it for us; and 
this did not apply only to his own line. If he could secure any 
information for us, whether in regard to his own line or even 
a competing line, he invariably volunteered to get it for us. 


The writer has, right handly in his desk, a file containing 
the card of every traveling freight agent that calls on us, and 


you may rest assured that these cards are used to very good 
advantage. 


Incidentally, we might say that, in placing our business, we 
try to favor those lines who take the trouble to have their 
representatives call on us soliciting our business. This, we 
believe, is only reciprocating for the good we have received by 
having these men call on us. 

Again we want to say, more power to the many traveling 
freight agents throughout the country on the various railroad 
lines and may their number increase in the future, and, inci- 
dentally. we might say that the more that call on us the better 
we would like it. 

We certainly trust that those traffic departments who have 
in the past considered the traveling freight agent a “pest” will 
soon see the light and amend their ideas accordingly. 

R. Downer, General Traffic Manager, 
Van Camp Hardware & Iron Company. 
Indianapolis, Ind., Sept. 2, 1922. 
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Digest of New Complaints 





| 


No. 14115. Dacey & Co., of St. Louis, Mo., vs. C. M. & St. P. et. al. 
Unjust, unreasonable and preferential charges on 15 cars of 
cabbages from Racine and other Wisconsin points to St. Louis, 
Mo., because the icing charges were excessive. Asks cease and 
desist order, just and reasonable rates and reparation. 
No. 14116. St. Louis Fruit & Vegetable Dealers’ Traffic Asso., St. 
Louis, Mo., vs. L. & N. et al. 1 

Unjust, unreasonable and preferential refrigeration charges on 
carload shipments of tomatoes and cabbages from St. Louis to 
New Orleans. Asks cease and desist order, just and reasonable 
rates and reparation. 

No. 14117. B. Miffin-Hood Brick Co., Atlanta, Ga., vs. Director Gen- 
eral, as agent. if 

Unjust and unreasonable rates on two carloads of acid con- 
densing rings from Melville, Tenn., to Jackson, Miss., because 
rate of 42%4c instead of 18c was applied. Asks reparation. 

No. 14118. Magnolia Provision Co., Houston, Tex., vs. Santa Fe et al. 

Unreasonable, preferential and prejudicial rates on lard sub- 
stitutes and vegetable cooking oils from Houston, Tex., to points 
in Arkansas and Louisiana. Asks cease and desist order, just 
and reasonable rates and reparation. 

No. 14119. Boyer-Van Kuran Lumber & Coal Co., Omaha, Nebr., 
vs. Director General, as agent. 

Excessive, unjust and unreasonable rates on cordwood from 
Bartlett, Ia., to Omaha, Nebr. Asks reparation. 

No. 14120. Boyer-Van Kuran Lumber & Coal Co., Omaha, Nebr., vs- 
Director General, as agent. 

Excessive, unjust and unreasonable rate on cordwood from 
Omaha, Nebr., to Fort Omaha, Nebr. Asks reparation, 

No. 14121. The Jewel Co., Inc., Pueblo, Colo., vs. Santa Fe et al. 

Unjust, unreasonable and discriminatory rates on gasoline from 
points in Oklahoma and Kansas to Canon City, Colo. Asks cease 
and desist order, just and reasonable rates and reparation. 

No. by Lubrite Refining Co., St. Louis, Mo., vs. Mobile & Ohio 
et al. 

Unjust, unreasonable and preferential rates on crude petroleum 
oil from Goose-Creek and Hull, Tex., to East St. Louis, Ill. Asks 
cease and desist order and reparation. 

No. 14123. Diamond Coal & Coke Co., New York, N. Y., vs. Director 
General, as agent, and Oregon Short Line. 

} Ae os unreasonable, discriminatory, preferential and pre- 
judicial switching charges on 305 cars of coal at Diamondville 
and Glencoe, Wyo. Asks reparation. 

No. 14124. American Hominy Co., Indianapolis, Ind., vs. Director 
General, as agent. 

Unlawful switching charge of $5 per car on grain, grain products 
and other commodities at Terre Haute, Ind., because in excess of 
$2. Asks reparation. 

No. 14125. Anaconda Copper Mining Co., Great Falls, Mont., vs. Direc- 
tor General, as agent, and Great Northern. 

a. unreasonable, discriminatory, preferential and pre- 
judicial switching charges on coal, coke, limestone and sandstone, 
and other commodities at Black Eagle (Great Falls), Mont. Asks 
reparation. 

No. 14126. Cape Girardeau Portland Cement Co., Cape Girardeau, 
Mo., vs. B. & O. et al. 

Unreasonable and prejudicial rates on cement from Cape Gir- 
ardeau, Mo., to points in Illinois. Asks cease and desist order 
and just and reasonable rates. 





No. 


No. 
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= Py: = McLeod, et al., Los Angeles, Calif., vs. Texas & Pa. 
cific et al. 

Unjust, unreasonable, prejudicial and preferential rates in vio. 
lation of the aggregate of intermediate rates provision of see. 
tion_4 on gasoline from points in Texas and Oklahoma to points 
in California and Washington. Asks reparation. 

14128. D. Fairfax Bush et al., doing business as Crocker Bros, 
=. a N. Y., vs. Director General, as agent, Northern P,- 
cific et al. 

Unjust and unreasonable rate on ferro manganese from Seattle, 
Wash., to Minnequa, Colo. Asks for reparation. 


No. 14129. Upper Merion & Plymouth R, R. Co., Philadelphia, Pa., yg, 


No. 


No. 


Pennsylvania et al. 

Asks for order declaring the complainant to be a common 
carrier which may lawfully establish with defendants through 
routes and just and reasonable — rates, fares and charges and 
which may receive from defendants just, reasonable and equit- 
able divisions, but that Commission shall, after making guch 
findings, hold proceeding in abeyance pending an effort by com- 
— to establish with defendants voluntarily through routes, 


etc. 
14130. R. N. Stanfield, et al., Weiser, Idaho, vs. Oregon-Washing- 
ton R. R. & Navigation Co. et al. 

Unjust and unreasonable charges for transportation of sheep 
and lambs in double deck cars. Asks cease and desist order, and 
just and reasonable carload minima and reparation. 


- 14131. Pittsburgh & West Virginia Ry. Co., et al., vs. Lake Erie, 


Alliance & Wheeling et al. 

Asks that defendants be required to install and operate a physi- 
cal connection at Hopedale, O., between their line of railway and 
that of the Pittsburgh & West Virginia for the interchange of 
interstate traffic. 


aon Oakland, (Calif.), Chamber of Commerce, vs. Sou Pag, 
al, 

Unjust, unreasonable and preferential rates on freight between 
Oakland and stations in California and Nevada as compared with 
rates between San Francisco and same destinations. Asks cease 
and desist order and just and reasonable rates. 


No. 14133. Chicago Fire Brick Co., Chicago, Ill., vs. Director General, 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


as agent, C. & N. W. et al. 

Unjust, unreasonable and discriminatory rates on hollow build- 
ing tile from Brook. Ind.. to Great Bend., N. D. Asks reparation, 
14134. The Southwestern Millers’ League, Kansas City, Mo., vs, 
St. Louis-San Francisco et al 

Unjust, unreasonable, discriminatory and preferential switching 
changes on grain and grain products at points in Kansas where 
complainants’ plants are located. Asks cease and desist order, 
just and reasonable charges and reparation. 

14135. Memphis Freight Bureau, for D. Canale & Co., Memphis, 
Tenn., vs. Chicago Great Western et al 

Unjust, unreasonable, discriminatory and preferential rates in 
violation of the long-and-short-haul provision of section 4 on 
onions and cabbage from St. Ansgar, Ia., to Memphis, Tenn., and 
from Mitchell, Ia., to Memphis. Asks reparation. 

14136. The Garratt-Callahan Co., Chicago, IIl., vs. Atlantic Coast 
Line et al. 

. Unjust, unreasonable, discriminatory, preferential and prejudicial 
rates on “magic boiler preservative compound” or ‘“‘boiler cleaning 
compound” from Chicago and San Francisco to various interstate 
destinations. Asks cease and desist order, just and reasonable 
rates and repartion. 

14137. Getz-Mitchell & Co., Chicago, Ill., vs. Director General, 
as agent. 

Unjust, unreasonable, preferential and prejudicial rates on scrap 
iron from Silvis to Rock Island, Ill. Asks reparation. 

14138. Hyman-Michaels Co., Chicago, Ill., vs. Director General, 
as agent. 

Unjust, unreasonable, preferential and prejudicial rates on scrap 
iron from Michigan City to Gary, Ind. Asks reparation. 

14139. The Southern Cotton Oil Co., Savannah, Ga., vs. Director 
General, as agent. 

Unjust and unreasonable rates on coal from Helenwood, Tenn., 
and Silverville, Ky., to Tarboro, N. C., and Fayetteville, N. C. 
Asks reparation. 

14140. Solomon-Wickersham Co., Globe, Ariz., vs. Santa Maria 
Valley et al. 

Unjust, unreasonable, discriminatory, prejudicial, preferential 
rates in violation of the long-and-short-haul provision of section 
4 on sugar from San Francisco and other California points to 
Bowie and other Arizona points. Asks cease and desist order, 
just and reasonable rates and reparation. 


- 14141. Tennessee Chemical Co., Chicago, IIl., vs. Director Gen- 


eral, as agent, L. & N. et al. 

Unjust and unreasonable rates on phosphate rock from Brew- 
ster, Fla., to West Nashville, Tenn. Asks reparation. 

14142, Illinois Coal Traffic Bureau, Chicago, Ill, vs. Chicago & 
North Western et al. 

_Unjust, unreasonable, discriminatory, prejudicial and preferen- 
tial rates on coal from northern Illinois mines to points in Wis- 
consin. Asks cease and desist order, just and reasonable rates. 

14143. American Malleables Co., Lancaster, N. Y., 
Maine et al. 

Unjust and excessive rates on molding sand from Elnora, N. Y.., 
to Lancaster, N. Y. Asks that carriers be prohibited for collecting 
unjust, unreasonable and discriminatory charges. 

14144. Ceramic Traffic Assoc., Trenton, N. J., vs. Maine Central 
et al. 

Unjust, unreasonable, preferential or prejudicial rates, in viola- 
tion of the long-and-short-haul provision of Section 4, on ground 
feldspar and crude feldspar from points in Maine to points in New 
Jersey and Pennsylvania. Asks cease and desist order, just and 
reasonable rates, and reparation. 

14144. Sub. No. 1. Same vs. New Haven et al. 

Unjust, unreasonable, preferential or prejudicial rates on crude 
feldspar from points in Connecticut to Trenton, N. J. Asks cease 
“and desist order, just and reasonable rates, and reparation. 


vs. Boston & 


No. 14145. Rollin Chemical Corporation, New York City vs. Director 


al. 


General as Agent. 
Unjust and unreasonable rates on barytes from Evington, Va., to 
South Charleston, W. Va. Asks reparation. 


CHANGES IN DOCKET 


Hearing in No. 13789, Texas Freight Traffic Association et 
vs. Director-General, assigned for September 7, at Houston, 


Tex., before Examiner Butler, was postponed to a date to be 
hereafter fixed. 


Hearing in No. 13829, the Seattle Lumber Company V5 


A. & V. Ry. Co. et al., assigned for September 9, at Cincinnati, 
before Examiner Fleming, was canceled. 
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a Use this always open Florida port, save money and make your goods move faster. 
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: ve Note the savings effected from various centers by shipping through Jacksonville as 
a against New York. Similarly lower rates are offered through Jacksonville than by other 
Be of North Atlantic ports. 
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i with Chicago New York ........ 1.57% 1.38% 1.05 -73% .63 52% 
Cane Jacksonville .... 1.32 1.00 
neral , : —— SSS SS SS | eee 
build. Differential ...... 
— Detroit © New York ........ 
Jacksonville .... 
tching ie, cabinets Gcneee soca) Geis - cone 
= Differential ...... 
nphis, Indianapolis K .......- 
es in Jacksonville .... 
: valiiiees meagan: «imines, tauiaiegan, coladmains  ademaiiaas 
te and Differential ...... 
Comm Cleveland K .......- 
1dicial Jacksonville .... 
vaning a a a a 
— Differential ...... 
neral, St. Louis  . NeW IOPK ........ 
= Jacksonville .... 
scrap aia oie oe ee fee es 
neral, Differential ...... 
scrap Cincinnati K ..------ 
— Jacksonville 
T i . . 
ar Differential ...... 
F Louisville | New York ........ , 1.38% 
_ peo Jacksonville ... 
rential a pie ES anton eumaninion amicus 
as Differential ...... .88%  .84% 
order, 
Gen MEMORANDUM—The municipal docks and terminals adhere to Glenn’s Port Charges Tariff 
No. 2, I. C. C. A-320, with the exception of giving free storage and making no charge for 
Brew- handling from storage to ships, on commodities arriving on through export ladings. Also 
ago & thirty days’ free storage on export cotton is given, while Glenn’s Tariff only gives ten days 
feren- Full information is contained in handsomely illustrated book, 
—s “The Port of Jacksonville,” mailed free on application. Address 
ton & 
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N.Y. City Advertising Department 
wail Room 11-V, City Hall, Jacksonville, Florida 
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Docket of the Commission | 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


September 11—New York, N. Y.—Examiner Gerry. 
. and S. Docket No. 1614—Cancellation of newspaper rates on illus- 
trated newspaper supplements shipped from printers to publishers. 
September 11—Tulsa, Okla.—Examiner Fuller: 


ree Refineries, Inc., et al. vs. Director General, A. T. & 
i we OC 


al. ; 

13800—J. A. Waldrop et al. vs. A. T. & S. F. et al. Such fourth 
section departures as may exist. 

September 11—Washington, D,. C.—Examiner Gray: L 

Finance Docket No. 1250—In the matter of the application of the 
Missouri-Kansas-Texas Railroad Co. for authority to issue securi- 
ties under Section 20a of the Transportation Act, 1920. 

Finance Docket No. 2511—In the matter of the application of the 
Missouri-Kansas-Texas Railroad Co. to acquire certain lines ot 
railroad under Section 5, paragraph 2, and Section 1, paragraph 18, 
of the Transportation Act, 1920. 

September 11—Chicago, Ill.—Examiner Hillyer: 

13881—Armour Fertilizer Works vs. Director General. 

Il, and S. Docket No. 1618—Cement from Ohio and Mississippi River 
crossings and Richard City, Tenn., to stations in Tennessee. 

ee 11—Galveston, Tex.—Examiner T. J. Butler: 

3868—John W. Focke et al. vs. G. H. & S. A. et al. 

September 11—Cincinnati, O.—Examiner Fleming: 

13856—Charles C. Oyler & Son vs. B. & O. et al. 

13898—The Philip Carey Co. et al. vs. A. T. & S. F. et al. Portions 
of Leland’s fourth section application 701 (roofing and building 
paper or felt and prepared roofing, C. L., from Erie, Pa., and 
North Tonawanda, N. Y., and points taking same rates to Beau- 
mont, Galveston, Houston and Orange, ‘T'ex.) 

September 11—Buffalo, N. Y.—Examiner Satterfield: 

13524—Hammond Iron Works vs. Pa. R. R. et al. Portions of fourth 
section applications 1563 and 1572 of B. & O. and 1625 of C. C. 
McCain (iron and steel articles from Johnstown, Pa., to Titusville, 
Pa., via B. & O. R. R. in connection with N. Y. C. R. R.) 

September 11—Indianapolis, Ind.—Examiner Gault: 


13859—Isabell C. Gilbert et al., doing business as Harry C. Gilbert 
Co., vs. L. & N. et al. 


13841—Indiana State Chamber of Commerce vs. B. & O. et al. 
September 11—St. Louis, Mo.—Examiner Koch: 

3865—Anheuser-Busch, Inc., vs. C. & A. et al. 

13883—Anheuser-Busch, Inc., vs. B. & O. C. T. et al. 

September 11—Washington, D. C.—Examiner Pattison: 

Valuation Docket 151—In re tentative valuation of F. E. C. Ry. and 
Atlantic & Fast Coast Terminal Co. 

September 11—Washington, D. C.—Examiner Beach: 

* 1, & S. Docket No. 1632—Reduced rates on limestone from Baltimore 
and Ohio and Western Maryland Railway points to Pittsburgh and 
Lake Erie Railroad points. 

September 12—Chicago, Ill.—Examiner Hillyer: 

il. and S. Docket No. 1511—Reduced rates from New York piers. 
4. and S. Docket No. 1597—Reduced rates from New York piers. 

September 12—New York, N. Y.—Examiner Gerry. 

i. and S. Docket 1619—Linseed oil from Edgewater (Undercliffe), 
N. J., to C. F. A. points. 
Sepeeter 12—Louisville, Ky.—Examiner Jewell: 


66—Hudson Mule Co. et al. vs. L. & N., Director General et al. 
9967—Hudson Mule Co. et al. vs. L. & N., Director General, et al. 


or” ean Mule Co. et al. vs. N. C. & St. L., Director General, 
et al. 


7 men Mule Co. et al. vs. Director General, A. T. & S. F. 


et al. 
Portions of fourth section applications 458 and 1952 as described in 
fourth section order 8035. 


1. and S. 1563 and first supplemental order—Live stock to, from and 
between points in the southeast. 
13852—-Swift & Co. vs. Ga. Nor. et al. 


13615—Southeastern Live Stock Assn. vs. L. & N. et al. Such fourth 
section departures as may exist. 


11552—East Tennessee Packing Co. vs. Director General, Sou. Ry. 


et al. 
12064—Birmingham Packing Co. vs. I. C. et al. 
aang om ed 12—Salt Lake City, Utah—Commissioner Hall and Examiner 
oebel: 
13425—In re Transcontinental Freight Bureau. 
Coptember. 12—Austin, Tex.—Examiner T. J. Butler: 


54—The State Highway Dept. of Texas vs. Director General, C 
& N. W., et al. 


September 12—St. Louis, Mo.—Examiner Koch: 


13871—Mid-Continent Equipment and Machinery Co. vs. Missouri 
Southern et al. 


13900—Mid-Continent Equipment and Machinery Co. vs. Missouri 
Southern et al. : 


13900 (Sub. No. 1)—Mid-Continent Equipment and Machinery Co. vs. 
Missouri Southern et al. 
september 12—Buffalo, N. Y.—Examiner Satterfield: 
13367—The Board of Commerce, Inc., of Lockport, N. Y., vs. N. Y. C. 
et al. 
September 12—Chicago, Ill.—Examiner Hillyer: 
13731—Menasha Printing and Crayon Co. vs. Director General and 
Cc. & N. W. 
Goptemetor 13—Indianapolis, Ind.—Examiner Gault: 
a es Madden, Son & Co. et al. vs. Director General, C. & 
. et al. 
September 13—Oklahoma City, Okla.—Examiner Fuller: 
1. and S. 1572—Compression of cotton at Cushing, Okla. 
September 13—Washington, D. C.—Examiner Sweet: 
Valuation Docket 88—In re tentative valuation of Gulf, Texas & 
Western Ry. Co. 
September 13—St. Louis, Mo.—Examiner Koch: 


13838—Tuffli Bros. Pig Iron and Coke Co. vs. P. C. C. & St. L. et al. 
13831—Peerless White Lime Co. et al. vs. C. & E. I. et al. 
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September 13—Oklahoma City, Okla.—Examiner Fuller: 
13935—People’s Compress Co. et al. vs. M. K. & T. et al. 


September 13—Chicago, Ill.—Examiner Hillyer: 


13729—Dells Paper and Pulp Co. vs. Director General, Houston & 
Brazos Valley et al. 


13730—Pulp Wood Co. et al. vs. Director General, C. & N. W. et al. 
September 14—Chippewa Falls, Wis.—Railroad Commission of Wiscon- 
sin: 
Finance Docket No. 2522—In re application of Wisconsin Telephone 
Co. and Chippewa County Telephone Co. 
September 14—Louisville, Ky.—Examiner Fleming: 
i. and S. 1612—Plumbers’ material from Chattanooga and group and 


Knoxville, Tenn., to Mobile, Ala., and New Orleans, La., and other 
southern points. 


September 14—El Paso, Tex.—Examiner T. J. Butler: 
13963—Herman Bloch & Co. vs. Director General. 


September 14—Washington, D. C.—Examiner Kelley 


be age Docket 69—In re tentative valuation of “Norfolk Terminal 
y. Co. 


September 14—Argument at Washington, D. C.: 


be} GN E. Isgregg and Clifford Connerly vs. Director General, 


12908—Terre Haute, Indianapolis & Eastern Traction Co. et al. vs. 
Director General. 


i. — S. 1524—Coa] from the southwest to Omaha, Neb., and related 
points. 


September 14—Louisville, Ky.—Examiner Fleming: 
13792—Standard Sanitary Mfg. Co. vs. Arcade & Attica et al. 
13771—Standard Sanitary Mfg. Co. vs. Southern Ry. et al. 

September 14—New York, N. Y.—Examiner Gerry. 
13797—Meigs Pulpwood Co., Inc., vs. Director General. 
13814—Barnes Foundry Co. vs. Director General. 

September 14—Chicago, Ill.—Examiner Hillyer: 
13830—By-Products Coke Corp. vs. Director General. 
13870—Arcady Farms Milling Co. vs. N.C. & St. L. et al. 


September 14—St. Louis, Mo.—Examiner Koch: ; : 
* 1, & S. Docket No. 1633—Pig iron from southern producing points 
to C. F. A. and various other interstate destinations. 
September 14-23—Atlanta, Ga.: 
* 13494—Southern class rate investigation. 
September 15—Washington, D. C.—Examiner Beach: 
13925—R. B. Miller vs. N. & W. et al. 


September 15—Argument at Washington, D. C.: 
12885—United States Nickel Co. vs. Director General, Raritan River 


R. R. 
12707—Chapin-Sacks Corp. vs. A. C. L. 


September 15—New York, N. Y.—Examiner Gerry: 
13846—Scott & Williams, Inc., vs. Director General. 

September 15—Cleveland O.—Examiner Satterfield: 
13801—The National Petroleum Assn. et al. vs. A. T. & S. F. et al. 

September 15—Oklahoma City, Okla.—Examiner Fuller: 
13758—Ridenour-Baker Mercantile Co. et al. vs. A. T. & S. F. et al. 

September 15—Cleveland, Ohio—Examiner Satterfield: 

* |. & S. Docket No. 1628—Lime between C. F. A. points and from C. 

F. A. to Canadian points. 

September 16—San iDego, Calif.—Examiner T. J. Butler: 
13686—Chas. S. Hardy vs. Director General. 

September 16—Argument at Washington, D. C.: 
13154—American Splint Corp. vs. Director General. 

September 16—Louisville, Ky.—Examiner Fleming: 
13826—West Kentucky Coal Bureau vs. L. & N. et al. 

September 16—New York, N. Y.—Examiner Gerry: 
13775—Lay Fish Co. et al. vs. Director General and Am. Ry. Exp. Co. 

September 18—Chicago, Ill.—Examiner Hillyer: 

* I, and S. Docket No. 1625—Absorption of charges between Croxton & 

Jersey City. N. J. 

September 18—New York, N. Y.—Examiner Gerry: 
13867—International Paper Co. vs. Director General, Erie et al. 
13877—Tidewater Paper Mills Co. vs. Bush Terminal et al. 

September 18—Washington, D. C.—Examiner Beach: 
13842—General Fire Extinguisher Co. vs. A. G. S. et al. 

September 18—Toledo, O.—Examiner Satterfield: 
13606—The Larrowe Milling Co. vs. Ann Arbor et al. 

September 18—Washington, D. C.—Examiner Cassidy and Keeler: 
13110—The Minneapolis & St. Louis R. R. Co. vs. Peoria & Pekip 


Union. 
1. and S. 1596—Intermediate switching charges at Peoria, Ill. 
September 18—Washington, D. C.—Examiner Sweet: 


Valuation Docket 74—Im re tentative valuation of Tonopah & Gold- 
field R. R. Co 


Valuation Docket 59—In re tentative valuation of Bullfrog & Gold- 
field R. R. Co. 
September 18—Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 83—In re tentative valuation of the property of 
Toledo, St. Louis & Western R. R. Co. 
September 18—Argument at Washington, D. C. 
13377—David Lupton’s Sons Co. vs. P. R. R. 
12547—Mrs. E. F. Berkeley Jones vs. Long Island et al. 
13006—East Coast Potato Distributors vs. N. Y. P. & N. et al. 
September 18—McAlester, Okla.—Examiner Fuller: 
13818—Hale-Halsell Co. vs. C. R. I. & P. et al. 
13805—Hale-Halsell Co. vs. A. & V. et al. Portions of fourth sec- 
tion applications 462 of Leland and 1766 of Emerson (sugar from 
New Orleans, La., Sugarland, Tex., and points taking same ro 
to Ft. Smith, Ark., via St. L.-S. F. Ry., and to Muskogee an 
McAlester, Okla., via M. K. & T. Ry.). 
September 18—Springfield, Ill—Examiner Gault: 
13821—A. E. Staley Mfg. Co. vs. Director General and Ill. Cent. 
September 18—Los Angeles, Calif.—Examiner T. J. Butler: 
13977—Walter Armacost & Co. vs. M. & M. T. Co. et al. 
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MANHATTAN 


JERSEY CiTyY 


20 MINUTES TO NEW PORT 
FACTORY SITES 


AT LOW RENTALS 
ON LONG LEASE 


BROOKLYN 


NEWARK =" 


Every manufacturer and shipper should investigate the 
economies and facilities of this terminal development. Now, 
more than ever before, will these savings enable a business to 


eler: 
Pekip 


; Gold- 
: Gold- 


erty of 


overcome competition. 


At the gateway to America, in the midst of 
her teeming Metropolitan District—the richest 
market in the world—is Port Newark, the 
economically and scientifically planned rail-to- 
ocean steamship terminal and industrial center. 


On the New Jersey mainland, where all except 
one of the railroads to the west and south of 
New York terminate, the port’s own belt line 
railway shunts loaded cars to and from seven 
trunk line railroads out onto the docks alongside 
the steamships, in and out between the ware- 
houses and the factory sites. 


Three railroad classification yards are nearby. 
Three heavy duty roadways bring New York 


within twenty minutes by truck, Newark 
within ten minutes. 


Port Newark is nearer Lower New York 
Bay than Manhattan Island is. Port Newark 
has lower rentals than any other part of the 
Port of New York on deep water and is easily 
accessible. There is no lighterage necessary 
at Port Newark. Freight for export enjoys 


the same rate to Port Newark as to New 
York City. 


The labor supply of the Metropolitan Dis- 
trict is plentiful and diversified. One of the 
nation’s largest fuel reserves is nearby. Car 
lines and busses connect Port Newark with 
all parts of Newark and its numerous suburbs, 


where workers can live comfortably and econ- 
omically. 


Find out more about Port Newark. 


Thomas L. Raymond, Director 


DEPARTMENT OF PUBLIC IMPROVEMENTS, NEWARK, N. J. 
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September 18—St. Louis, Mo.—Examiner Koch: 
1820—Missouri Portland Cement Co. vs. Director General. 
rere x 18—Lynchburg, Va.—Examiner McGrath: 
- & &. Docket No. 1629—Farm wagons, less carload from Lynchburg, 
“Va. to L. & N. R. R. stations in Kentucky. 
Se tember 19—Los Angeles—Examiner Butlet: 
inance Docket No. 2433 et al. (embraces F. D. Nos. 2434, 2435 and 
2446)—In the matter of the application of the Santa Fe and Los 
Angeles Harbor Ry. Co. for authority to issue stock under the 
provisions of Section 20A of the interstate commerce act, as 
amended. 
September 19—St. Louis, Mo.—Examiner Koch: 
13513—Stuttgart ‘Rice Mill Co. et al. vs. A. & V. et al. 
September 19—New York, N. Y.—Examiner Gerry: 
13887—Coastwise Lumber and Supply Co., vane vs. P. R. R. et al. 
ooeever 19—Boise, Ida.—Examiner Armes 
3738—State of Idaho, ex rel., Public Utilities Commission of the 
State of Idaho vs. O. S. L. et t al. 
September 19—Argument at Washington. D. C.: 
baat 1 ate cra roe Traffic and Service Bureau vs. C. T. H. & S. E. 


13164 Northwestern Traffic and Service Bureau, Inc., vs. Mo. Pac. 


et al. 
12867—Detroit Coal Exchange vs. Director General. 
Sepeeeree 20—New York, N. Y.—Examiner Gerry: 
13854—Gerard Ragone & Son vs. Director General, ®. R. R. et al. 
September 20—Washington, D. C.—Examiner Kelley 
Valuation Docket 106—In re tentative valuation oF ‘Chicago, Milwau- 
kee & Gary Ry. Co 
September 20—Hopkinsville, Ky.—Examiner Fleming: 
13759—Forbes Mfg. Co., Inc., vs. Y. & M. V. et al. 
September 20—Moline, Ill.—Examiner Gault: 
3360—Moline on Co. ws. Director General. 
13360 (Sub. No. 1)—Moline Oil Co. vs. A. T. & S. F. et al. 
September 20—Argument at Washington, D. C.: 

13152—Northwestern Marble and Tile Co. vs. Director General, N. Y. 
N. H. & H. et al. 

Portions of fourth section application 1481 of N. Y. N. H. & H. 
(Rough marble, C. L., from Ashley Falls, East Cannaan, Conn., 
Lee, Sheffield and West Strickbridge, Mass., to Minneapolis, Minn.) 

13106—Crookston Gas Co. et al. vs. G. N. 

13106 (Sub. No. 1)—Crookston Gas Co. et al. ws. Director General. 

September 20—Washington, D. C.—Examiner Beach: 

13876—Ambrose S. Murray, Jr., receiver for Danville & Mt. Morris 
R. R. Co., vs. Erie R. R. et al. 

September 20—Columbus, Ohio—Chief Examiner Quirk: 

* 12851—In the matter of intrastate rates on bituminous coal within 
the state of Ohio. 

ey ey! 20—Youngstown, Ohio—Examiner Satterfield: 
. & S. Docket No. 1631—Car rental charges on private line refriger- 
ator cars. 

September 21—New York, N. Y.—Examiner Gerry: 

13891—The Atlas Portland Cement Co. vs. C. R. ». of N. J. et al. 
Portions of fourth section application 1774 of C. McCain (port- 
land cement from Navarro [Northampton], Pa., a points in New 
Jersey.) 

September 21—Atlanta, Ga.—Examiner McGrath: 
—— Bank and Trust Co., Tupelo, Miss., et al. vs. C. of 
a. 


et al 
September ee Ky.—Examiner fleming: 
13760—S. Stewart vs. L. & N. 
13782—R. 4 Thomas & Co. vs. Ill. Cent. 

September 21—Dallas, Tex.—Examiner Fuller: 

3892 and Sub. No. 2—Dallas Waste Mills vs. St. L. S. W. et al. 

13892 (Sub. Nos. 1 and 3)—Dallas Waste Mills vs. Mo. Pac. et al. 
13892 (Sub. Nos. 4 and 5)—Dallas Waste Mills vs. C. R. I. & P. et al. 
13892 (Sub. No. 6)—Dallas Waste Mills vs. G. C. & S. F. et al. 

September 21—Chicago, Ill.—Examiner Hillyer: 

9086—Channel Chemical Co. vs. A. T. & S. F. et al. 

Copeeeer 21—Argument at Washington, D. C.: 

a en Shipbuilding Co. et al. vs. Director General, B. & 
12479 (Sub. No. 1)—Frank A. Scott and J. O. ae. as receivers for 
the Standard Parts Co. vs. Director General, & O. et al. 
13122—Firestone Tire and Rubber Co. vs. Pa. R R. 

12699—American Farm Bureau Federation et al. vs. Aberdeen & 

Rockfish et al. 

- 22—Washington, D. C.—Asst. Dir. J. F. Gray: 
inance Docket No. 2533—In the matter of application of the Inter- 
national-Great Northern R. R. Co. for authority to issue _first 
mortgage gold bonds and adjustment mortgage gold bonds under 
section 20a of the Transportation Act, 1920. 

* Finance Docket No. 2534—In the matter of application of the Inter- 
national-Great Northern R. R. Co. for authority to acquire and 
operate the railroads heretofore forming the International and 
Great Northern R. R. under paragraph 2 of section 5 and para- 
graph 18 of section 1 of the Transportation Act, 1920. 

September 22—Muscatine, Iowa—Examiner Gault: 

1. and S. Docket No. 1593—Rates on clam, mussel and oyster shells 
in Western Trunk Line territory. 

Suptesnter 22—Dallas, Tex.—Examiner Fuller: 
13802—Texas Farm and Ranch Publishing Co. vs. Ahnapee & West- 
ern Ry. Co. et al. Such portions of fourth section app. 700, filed 
by F. A. Leland, by which carriers named as participating carriers 
thereto asked for authority to continue to charge for the trans- 
portation of — paper from Cheboygan and Kalamazoo, Mich., 
to Dallas, Tex., etc. 

September 22--New York, N. Y.—Examiner Gerry: 

13893—New York Milk Conference Board, Inc., vs. The Delaware & 

Hudson Co. et al. 

September 22—Chicago, Ill.—Examiner Hillyer: 

es aS er rhe Oil and Refining Corp. vs. Director General, 
et a 
= wy oe American Oil and Refining Corp. ws. K. C. 


413498 e0b. No. 2)—North American Oil and Refining Corp. vs. K. C. 
M. & O. et al. 
September 22—Pittsburgh, Pa.—Examiner Satterfield: 


1050—Stewart Iron Co., Ltd., vs. Pa. R. R., Western Lines, Director 
General, et al. 


* 11167—Stewart Furnace Co. vs. P. & L. E. R. R., Director General, 
et a 


September 22—Hopkinsville, Ky. a Se sa 
Barnes Automobile Co., Inc., vs. . & I. et al. 
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one 22—Atlanta, Ga.—Examiner McGrath: 
13851—Fies & Sons et al. vs. Mo. Pac. et al. 
September 22—Argument at Washington, D. C.: 

13225—Todd Dry Dock and Construction Corp., successor to Seattle 
Construction and Dry Dock Co., vs. C. M. & St. P. et al. 

13194—Compani de Real del Monte y Pachuca vs. Director General, 

12896—East Bay Water Co. ys. Director General. 

12966—East Bay Water Co. ‘et al. vs. Director General. 

13039—Hidalgo Steel Co., Inc., vs. P. R. R. 

September 23—Des Moines, Ia.—Examiner Gault: 
1. and S. Docket No. 1620—Class D proportional rates on coal from 
west bank Mississippi River points to age ey in Iowa. 
September 23—Argument at Washington, D. C.: 
—o Aentctonae Weelen Co. vs. Director General and Boston & 
Maine. 

13318—Boston Wool Trade Assn. vs. Director General. 

i Tapioca Co. vs. Director General, Boston & Maine 
et 

September 25—Omaha, Neb.—Examiner Gault: 

I. and S. Docket No. 4616—Paper and paper articles between St. Louis 
= other Mississippi River points and Omaha, Neb., and related 
points. 

September 25—New York, N. Y.—Examiner Gerry: 
13895—The Mathieson Alkali Svorkn Inc., et al. vs. B. & O. et al, 
rs No. a Mathieson Alkali. Works, Inc., et al. vs. B. R. 
& et a 
13895 (sub. No. 1) —The Mathieson Alkali Works, Inc., et al. vs. Erie 
R. R. 
September 25—Dallas, Tex.—Examiner Fuller: 
3757—Jefferson & Northwestern Ry. Co. vs. M. K. & T. Ry. Co. 
of Texas et al. 
ae es 25—Chicago, Ill.—Examiner Hillyer: 
12873—C. A. Alling, doing business as Forest. City Cotton Oil Co., vs, 
Director General 
eee 25—Pittsbureh, Pa.—Examiner Satterfield: 
ee Lumber and Manufacturing Co. et al. vs. Ga. R. R, 
et a 
Onpemate 25—Seattle, Wash.—Examiner que: 
13872—The Chas. H. Lilly Co. vs. O. S. L. et al. 
13943—Frank P. Dow Co., Inc., vs. G. N. “ al. 
Omnte 25—Cairo, Ill—Examiner Fleming 
13732—H. L. Halliday Milling Co. vs. Director General, M. & O. 
September 25—Washington, D. C.—Examiner Marchand: 
Valuation Docket 18—In re tentative valuation of the property of 
Ga. Nor. Ry. Co. 
Valuation Docket 36—F lint River & Northeastern R. R. Co, 
Sept. 25—Argument at Washington, D. C.: 
13105—Armour & Co. vs. Director General. 
12986—Wisconsin Traffic Assn. vs. Algoma Central & Hudson Bay 


et al. 

12807—California and Hawaiian Sugar Refining Corp. et al. vs. A. T. 

&S. F. et al. 
September 25—Washington, D. C.—Commissioner Cox: 
13570—Divisions between carriers of rates on bituminous coal to des- 
tinations in Michigan, Ohio, Indiana, Illinois and Wisconsin under 
the report of the Commission in Ex Parte 74, 
September 26—Washington, D. C.—Commissioner B. H. Meyer: 
14104—Interchangeable mileage ticket investigation. 
September 26—Washington, D. C.: 

Valuation Docket No. 246—In re tentative valuation of the property 
of Central Vermont Ry. Co., Bethel Granite Ry. Co., New London 
Northern Ry. Co. and West "River R. R. Co. 

September 26—New York, N. Y.—Examiner Gerry: 
13894—American Linseed Co. vs. N. Y. C. et al. 

September 26—Birmingham, Ala.—Examiner McGrath: 
13835—Carolina Portland Cement Co. vs. Director General. 

bar = — No. 1)—Carolina Portland Cement Co. vs. C. M. & St. P. 
et al. 

September 26—Omaha, Neb.—Examiner Gault: 
3837—Hayward Bros. Shoe Co. vs. C. M. & St. P. 
apie Scopenee. Ill.—Examiner Hillyer: 
I. SS S. 1609—Carload traffic between industries in the Chicago dis- 
ct. 
September 26—Argument at Washington, D. C.: 

be ee of Railroad Commissioners of the State of South Da- 

ota vs. Ahnapee & Western et al. 

18tt7— Title Fork Coal Co. vs. Eastern Ky. Ry., Director Genera) 


41203 "Standara Paint Co. et al. vs. Director General, A. & V. et al. 
Septet 27—Argument at Washington, D. C.: 
12552—The eee Petroleum Assn. et al. vs. Director General, 


Pa. R. R. et al. 
12490—The National Petroleum Assn. et al. vs. Director General, 
Pa. R. R. et 


September iccaitCienis City, Mo.—Examiner Koch: 
#]. and S. Docket No. 1621—Proportional rates on grain and grain prod- 
ucts from Sioux City, Ia., to Arkansas and Missouri. 
September 27—Waco, Tex.—Examiner Fuller: 
13656—Early-Foster Co. vs. A. T. & S. F. Ry. et_al. Such fourth 
section departures as may exist in the rates under consideration. 
ess 27—Omaha, Neb.—Examiner Gault: 
I. and S, Docket No. 1627—Express rates on milk and cream from 
Great Northern Ry. stations in Iowa and South Dakota to Omaha, 


* 14063—-Kirschbraun and Sons, Inc. vs. American Railway Express 
Company. 
Supsember 27—Cape Girardeau, Mo.—Examiner rere: 
13824—Cape Girardeau Portland Cement Co. vs. C. & E. I. et al. 
September 27—Selma, Ala.—Examiner McGrath: 
13857—Chamber of Commerce of Selma, Ala., vs. A. G. S. et a 
Such fourth section departures as may exist. 
September 27—Omaha, Neb.—Examiner Gault: 
13888—The Omaha Blaugas Co. et al. vs. A. T. & S. F. et al. is 
1. and S. 1613—Express rates on milk and cream between Tilino 
Central R. R. points. 
September 27—New York, N. Y.—Examiner Gerry: ed 
13120—The National League of Commission Merchants of the Unit 
states vs. P. R. R. et al. i 
been (Sub, No. 1)—American Fruit Growers, Inc., New York Div. 
P. R. R. et al. 
43120 (Sub. No, 2)—Chas. A. Houck vs. P. R. R. 
13120 (Sub. No. 3)—J. ‘. G. Lippman, Inc., vs. P. R. R. 
13120 (Sub. No. 4)—M. H. Hellman vs. P. R. R. 
13120 (Sub. No. 5)—I. Lowenthall vs. P. R. R. 
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FOR YOUR CONVENIENCE— 

An organization submitting specific, authentic, complete 
information promptly, regarding: 

Distributing centers best located to serve your customers; 
tariffs and time-in-transit to and from these cities via best 
routing; leading warehouse concerns at these spot stock or 
breaking points—their facilities, services and rates. 


Distribution Service, /nc, 
123 W. Madison St.Chicago. IIL. 


© Representing: 


BIRMINGHAM KANSAS CI 
Harris Transfer & Warehouse Co. Coated Moses Co. 
CHICAGO -—s ANGELES 
Currier-Lee Inien Terminal Warehouse Ce. 


LOUISVIELE. 
ae 


Warehouse Co. 


CLEVELAND 
ar Street Terminal Warehouse Public Warehouse Co. 


bo my Fireproof Warehouse & 
Van Co. 
eS 
Wareheuse & Transfer 


DENVER 
—_o Transfer & Storage 
DETROIT 
Merchants Warehouse Ce. 
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EL PASO 
International Warehouse Co. 
FORT WORTH 

sy atahens Fireproof Storage 


HOUSTON 
ar “asthanaae Fireproof Storage 


PORTLAND 
Oregon Transfer Ce, 
SAN FRANCISCO 
San Francisco Warehouse Co. 
ST. LOUIS 
S. N. Leng Warehouse. 
ST. PAUL 
Central Warehouse Ce. 
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Get Ready Now! 


The unsettled conditions in the coal 
and railroad industries must end soon. 








When this time arrives, many adjust- 
ments in business will have to be made 
to meet the resumption of retarded busi- 
ness activity. Many of these adjust- 
ments will have their inception in the 
Departments of the Federal Government 
in Washington, chiefly with the Interstate 
Commerce Commission. 


No agency is better equipped than 
ours to keep you informed and to look 
after your traffic interests. 


If you need up-to-the-minute traffic 
or transportation service, consult us: 


The Traffic Service Corporation 
Special Service Department 
Colorado Building Washington, D. C. 
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1 | Oregon Transfer Co. 


ESTABLISHED 1868 













The experience of over half a 
century in the Warehouse and 
Transfer business in Portland has 
taught us that satisfactory service 
makes satisfied customers. 















Let us show you how to re- 
duce your overhead and increase 
your profits. 

















Four warehouses, 255,000 sq. 
ft. floor space, make it possible for 
us to take care of your business 
in a creditable manner. 


No switching charge on C. 
L. shipments. 


















Our Slogan: Satisfactory Service 
Makes Satisfied Customers 














Oregon Transfer Co. 


474 Glisan Street, Portland, Ore. 
Chicago Office: 123 West Madison Street 








eS ee 


Baer se ss 


I 


a a papas genet ete ne 





576 THE TRAFFIC WORLD 


13120 (Sub No. 6)—J. Pratt Carroll, Inc., vs. P. R. R. 
13120 (Sub. No. 7, Sub. No. 8, Sub. No. 9)—American Fruit Growers, 
Inc., New York Div., vs. P. R. R. 


September 27—Argument at Washington, D. C.: 
12996—John W. Eshelman & Sons et al. vs. Ark. Cent. et al. 


September 28—Washington, D. C.: 
Valuation Docket No. 164—In re tentative valuation of the property 
of Charleston & Western Carolina Ry. 


September 28—Pittsburgh, Pa.—Examiner Satterfield: . 
be gage a Packing Corporation vs. Director General, Ann Arbor 
. R. et al. 
13866—National Food Packers Traffic Assn, et al. vs. B. & O. et al. 
= em No. 1)—The Glass Container Assn. of America vs. B. & 
. et al. 
September 28—Washington, D. C.—Examiner Wagner: 
13583—Burroughs Adding Machine Co. and Dalton Adding Machine 
Co, vs. Mich. Cent. et al. 
September 28—Portland, Ore.—Examiner Armes: 
13933—Warren Construction Co. vs. G. N. et al. 
13929—R. L. Sabin, receiver, Overmire Steel Construction Co., vs. 
S. P. & S. et al. 
September 28—Omaha, Neb.—Examiner Gault: . 
1. and S. Docket No. 1622—Magnesite stucco between points in West- 
ern Trunk Line territory. 
1. and S. 1622—First supplemental order—Magnesite stucco between 
points in Western Trunk Line territory. 
September 29—New York, N. Y.—Examiner Gerry: 
13357—The Barrett Co. vs. Director General, Erie R. R. et al. 
September 29—Chicago, Ill.—Examiner Hillyer: 
1074—Jones & Laughlin Ore Co. et al. vs. Director General, C. M. 
& St. P. Ry. et al. 
September 29—Kansas City, Mo.—Examiner Koch: 
13807—Webb City & Carterville Foundry and Machine Works vs. 
Director General. 
13706—The Kaw Boiler Works Co. vs. Director General. 
September 29—Sioux City, Ia.—Examiner Gault: 
13908—M. Cohn vs. C. M. & St. P. Ry. 
13973—Farmers Elevator Co., Marcus, Ia., vs. Ill. Cent. R. R. 


September 29—Murphysboro, Ill.—Examiner Fleming: 
3791—Murphysboro Paving Brick Co. vs. A. T. & S. F. et al. 
September 29—Portland, Ore.—Examiner Armes: 
13901—The Portland Flouring Mills Co. vs. Nor. Pac. et al. 
13902—The Portland Flouring Mills Co. vs. Sou. Pac. et al. 
September 30—Kansas City, Mo.—Examiner Koch: 
13727—Fidelity Lumber Co. vs. Louisiana & Pacific Ry. Co. and 
Director General. : 
* 12292—Carnie-Goudie Manufacturing Company vs. Director General, 
as Agent. 


September 30—Portland, Ore.—Examiner Armes: 
13844—Bell & Co. vs. C. M. & St. P. et al. 

September 30—New Orleans, La.—Examiner McGrath: 
3849—George B. Matthews & Sons vs. G. M. & N. et al. 


October 2—Kansas City, Mo.—Examiner H. G. Cummings: 

Fourth Section Applications Nos, 1862 et al., not yet passed on by 
the Commission, filed on or before Feb. 17, 1911, for authority to 
continue departures from the provisions of the fourth section of 
the interstate commerce act. 


October 2—Pittsburgh, Pa.—Examiner Fleming: 
13799—Transcontinental Oil Co. vs. M. K. & T. 


October 2—Sioux Falls, S. D.—Examiner Gault: 
13000—Board of Railroad Commissioners of the State of South Da- 
kota vs. Chicago & Northwestern Ry. Co. et al. 


October 2—Kansas City, Mo.—Examiner Koch: 
13055—McGrew Coal Co. vs. Director General, Mo. Pac. R. R. 
October 2—Philadelphia, Pa.—Examiner Wagner. 
13419—Atlantic City R. R. Co. vs. Wildwood & Delaware Bay Short 
Line R. R, Co. 
October 2—Monroe, La.—Examiner McGrath: 
bs ye ie Hardware Co., Inc., et al. vs. Alabama & Vicksburg 
y. et al. 
a a Carbon Co. vs. Arkansas & Louisiana Missouri Ry. 
o. et al, 
October 2—Asheville, N. C.—Commissioner Eastman: 
13494—Southern class rate investigation. 


at Salt Lake City. 






New York, November 20th. 


merce Commission, 233 Broadway, New York, N. Y 


GEORGE N. BROWN 
ATTORNEY AT LAW 


Formerly Chief Examiner and Attorney . 
Examiner Interstate Commerce Commission 











Practices before all Bureaus Special Attention 
and ments of the to Transportation 
Government. Matters. 


Room 806 American National Bank Building 
Washington, D. C. Telephone Main 2702 






INTERSTATE COMMERCE COMMISSION 
. CASES OF SPECIAL INTEREST 
DOCKET 13425—Investigation of Transcontinental Freight Bureau, Hearing set for September 12th, 1922, 


DOCKET 13494—Southern Class Rate Investigation. 
Asheville, October 2nd; in New Orleans, October 23rd; in Cincinnati, November 6th; in 


For copies of stenographer’s minutes in all I. C. C. cases address THE STATE LAW REPORTING COMPANY, Official Reporters, Interstate Com- 


LESSER & LESSER 
Attorneys and Counsellors at Law 
277 Broadway, New York City, N. Y. merce 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 
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October 2—Chicago, Ill.—Examiner Hillyer: 

* 14025—Crystal Salt Company vs. D. L. & W. R. R. et al. Such 
fourth section departures as may exist in any of the rates involveg 
will be considered in this proceeding. 

* 14106—Sterling Salt Campany vs. Ann Arbor Railroad Co. et al, 

I. and S. Docket No. 1624 ana first supplement—Salt from C. F. A. to 
Western Trunk Line destinations and between pionts in C. F, 4, 
territory. 

October 2-28—At Asheville, N. C.: 

* 13494—Southern class rate investigation. 

October 3—Boston, Mass.—Chief Examiner Quirk: 


13548 and Sub. No. 1—Maritime Assn. of the Boston Chamber of 
Commerce vs. Ann Arbor et al. 


13548 (Sub. No. 2)—Maritime Assn. of the Boston Chamber of Com. 
merce et al. vs. A. G. S. = al. 
October 3—Indianapolis, Ind.—Examiner McChord. 


» «ky Public Service Commission of Indiana et al. vs. A. T, & 


. KF. et al. 
12253—The Goodwin Preserving Co., Inc., vs. Louisville Bridge ang 
Terminal et al. 
October 3—Chicago, Ill—Examiner Satterfield: 
9977—The Chicago Live Stock Exchange vs. A. T. & S. F. Ry. et al, 


12614—The Chicago Live Stock Exchange vs. Director General, A, T 
& S, F. Ry. et al. 


October 4—Trenton, N. J.—Examiner Gerry. 
13773—Eureka Flint and Spar Co. vs. N. Y. N. H. & H. et al. 
October 4—Argument at Washington, D. C.—Division 3: 


|. and S. Docket No. 1552—Increased switching charges at James- 
town, N. Y. 


October 4—Memphis, Tenn.—Examiner McGrath: 
12969—Divisions received by the Brimstone Railroad and Canal (Co, 
October 4—Argument at Washington, D. C.: 
12893—Transportation of strawberries by express, in carload lots, in 
passenger trains, from Florida to northern markets. 


12981—-Railroad Commissioners of the State of Florida vs. American 
Railway Express Co. 


October 5—Philadelphia, Pa.—Examiner Gerry. 


13661—E. I. Du Pont de Nemours & Co. vs. Director General, Dela- 
ware & Hudson Co., et al. 


October 5—Washington, D. C.—Examiner Marchand: 
Valuation Docket 100—In re tentative valuation of Pacific & Idaho 
Northern Ry., Edgar M. Heigho, receiver. 
October 5—Topeka, Kan.—Examiner Kooh: 
13811—The Weber Flour Corporation et al. vs. Union Pacific R. R. 
October 5—Argument at Washington, D. C.: 
10892—Railroad Commissioners, State of Florida, vs. Director-Gen- 
eral, Aberdeen & Rockfish et al. 
10287—Globe Elevator Co. vs. Director-General, D. L. & W. et al. 
October 6—Philadelphia, Pa.—Examiner Gerry. 
13861—Midvale Steel and Ordnance Co. vs. Director General. 
13817—Bernstein Mfg. Co. vs. Director General. 


APPLICATION OF CARRIERS 


The Missouri & North Arkansas Railway Company, su¢- 
cessors to the applicant in No. 13345, in the matter of divisions 
of joint rates, fares and charges on traffic interchanged between 
the Missouri & North Arkansas Railroad Company and its con- 
nections, and also the Atchison, Topeka & Santa Fe Railway 
Company and other connecting lines, have petitioned the Com- 
mission to grant an extension of time of sixty days with which 
fo comply with the Commission’s order to file certain statis- 
tical data required. 


MEETING OF STATE COMMISSIONERS 


The call for the thirty-fourth annual convention of the Na- 
tional Association of Railway and Utilities Commissioners has 
been issued by President Jackson. It will be held at Detroit be 
ginning Tuesday, November 14, at the Hotel Tuller. At the 
Atlanta convention the date was fixed for September 26, but, on 
account of the industrial situation and the fact that many state 
commissions are acting as coal administrators, it was decided 
to hold the convention later. 







Hearings resumed in Atlanta, September 14th; in 












DIRECTORY OF ATTORNEYS: intzxstats commence Commission 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

ssion. For ten years Commerce C 

various shippers’ organizations, and member Nati 
Industrial Traffic League. 


Woodward Building Washington, D.C. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON 
418-430 S. MARKET STREET 


-OLORADO BUILDING 
Telephone, Main 3840 Telephone, Harrison 8808 


THE TRAFFIC WORLD 


Less Cost 
Better Service 





There is a reason for all things and some- 
times more than one reason; for instance, there 
is a twofold reason for the growth of the ton- 
nage and reputation of this Company—a rea- 
son it is not hard to find, in fact, which you 
will find right at the top of this message. 


A mighty good reason, too, why you should use 


Trans-Continental 
Freight Company 
Consolidated 
Machinery Forwarding 
Service 


a service which means prompt shipment—a car 
load every day, depending on business condi- 
tions, Cincinnati to New York, to: Boston and 
to Philadelphia, and Chicago and Cleveland 
for New York and Philadelphia, and Chicago, 
Philadelphia and Cincinnati and Cleveland for 
Seattle, Portland, Los 
and points adjacent. 


For Less Cost and Better Serv- 
ice on Your Next Shipment 
write or phone the nearest office. 


TRANS: CONTINENTA 


Angeles, San Francisco 





FREIGHT COMPANY. 


Export and Domestic Freight Forwarders 


Consolidators of Household Goods, Machinery, Automobiles and 
Pianos for Domestic shipment, and everything for Export. 


General Offices: Chicago, 203 So. Dearborn St. 
Eastern Offices: New York, Woolworth Bldg. 


Boston, Old South Bldg. Cleveland, Hippodrome Bldg. 
Buffalo, Ellicott Square Los Angeles, Van Nuys Bldg. 
Philadelphia, Drexel Bldg. San Francisco, Monadnock Bldg. 
Cincinnati, Union Trust Bldg. Seattle, Alaska Bldg. 


Portland, Oregon, 13th and Kearney Streets 


Write the Nearest Office. 
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EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
Ghent, Havre, Bordeaux and other French Atlantic ports. 


WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
and Curacao as sufficient cargo offers. ; 








ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICEs 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 


NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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fhe San Antonio and Aransas Pass Railway Co. 


J. S. Peter, 


Vice-Pres. & Gen. Megr., 


San Antonio, Tex. 


J. C. Mangham, 
Gen. Frt. Agt., 
San Antonio, Tex. 


J. B. Brooks, 

A. G. F. A., 
San Antonio, Tex. 

H. C. Franks, 


Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 
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7 PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 


our service is unexcelled with through fast freight trains for carload and package freight making the 


time between terminals shown below, also to Mexico via Laredo. 


32 
23 


Below is approximate service in days from following cities and River Crossings: 








18% “ 20 





San Antonio | Corpus Christi 

Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 
Gulf Coast .Lines 

Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
Southern Pacific Lines 














Waco Houston San Antenio | Corpus Christi Alice Laredo via Alice A 
—_———_ | Se EE. s)sb Oe Ee San ’ ld .R. 
seas J: ee 4 days 344 days 34 days ro days : days San —— Str lg * aga _ 
Mem his enue: ee -. 333 ee 333 “ “ St. Louis Southwestern Ry. (Cotton Belt) . 
‘wOrleans! 3 days os 3 « . 3% << Sugar Land Ry. 


Proportionate service to above is rendered to all intermediate points. 


Trinity & Brazos Valley Ry. 
Texas Mexican Ry. 






















TO List of Direct Connecting Rail Lines: . 
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Where they reach Where to reach them 


Don’t Wait for Business to Pick Up—lIt’s Waiting for You to Pick Up 


Southern Pacific’s Addition to Equipment 


Fifty Powerful Oil Burning Locomotives 


Weight 621,000 lbs. each—Total over 15,000 tons 
Length 100 feet each—Total nearly one mile 


2,000 New Automobile Cars--Inside Length Fifty Feet 


Total length if coupled—Twenty miles 


Fifty New Trains--Engine and Forty Cars Each 


At Your Service 
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